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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing ta war conditions are advertised in this paper should not 
taken as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on a 
waiting list and will be dealt with in rotation in replacement of 
ubscribers who do not renew their subscriptions 


POSTING THE RAILWAY GAZETTE ’”’ OVERSEAS 
We would remind our veaders that there are many overseas 
untries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWwaAy GAZETTI 
ssesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


TO CALLERS AND TELEPHONERS 
Until further rotice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m 
The office is closed on Saturdays 


INSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we 
t longer possible for us to answer enquiries 
supply dates when articles appeared in 
vs, either by telephone or by letter 


vegret that 
involving 
back 


esearcn, or to 


ERRORS, PAPER, AND PRINTING 


/ 


Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 


uy veaders’ indulgence for typographical and other errors 
‘hey may observe from time to time, also for poorer paper. and 
Printing compared with pre-war standards 
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Sir Guy Granet 
ARTIME conditions and the necessity of going to press 
earlier in the week than formerly, preclude us from making 
more than a brief reference in this issue to the death of Sir 
Guy Granet, in his 76th year. We know of no other instance of 
a man entering the railway service later in life than usual—he 
was 33 when he was appointed Secretary of the Railway Com- 
panies’ Association, and 38 when he was appointed Assistant 
General Manager of the Midland Railway—having so successful 
a railway career. The latter was an appointment that caused 
great surprise at the time. In those days there was considerable 
rivalry between the old North Western and the Midland Rail- 
ways, and we well remember an L.N.W.R. chief officer 
commenting on Granet’s appointment: ‘‘ Well, we have nothing 
to fear now.’’ But he was very wrong. When Sir Guy joined 
the Midland he found it an undertaking rather living on its past 
reputation. With the assistance of Cecil Paget, Frank Tatlow, 
William Towle, and other chief officers, he left it, at the end 
of his General Managership in 1918, the most efficiently run 
British railway. But Sir Guy Granet’s railway career was by 
no means ended. Joining the Midland board in 1918, he suc- 
ceeded Mr. Charles Booth as Chairman in. 1922, and shortly after 
the formation of the London Midland & Scottish Railway in 1923, 
he succeeded Lord Lawrence as Chairman, which office he held 
from March, 1924, until 1927, when he was succeeded by Lord 
Stamp. He continued as a Director until his death. Sir Guy 
Granet was an outstanding example of imaginative choice of men 
on the grounds that above a certain stage it is what a man is, 
and not what he knows that counts. 


Railways and Governments 


Argentine railway securities have shown an _ appreciable 
rise in value since the publication of the British Govern- 
ment’s declaration to Argentina that it expects the rights and 
interests of British nationals in that country to receivé proper 
consideration and protection, and Mr. W. J. Stevens, in a letter 
in The Financial Times recently said that British railway 
investors have rubbed their eyes with astonishment and envy. 
He points out that the measure of the lack of confidence in 
British railway securities is shown in the prices at which the 
stocks stand, notwithstanding the tributes which have been paid 
by the Ministers of the Crown to the successful efforts of the 
railway companies as an essential part of the war effort. Mr. 
Stevens declares his belief that despite the evidence of the 
stock prices he believes that whether the railways are 
nationalised, grouped in a transport board, or returned to their 
rightful owners, the Government will treat the railways honestly 
and fairly, just as it expects the Argentine Government to treat 
British-owned railways in that country. He points out. that 
example is better than precept even in diplomacy, and suggests 
that it is high time the Minister of War Transport, or some other 
responsible member of the Government, made a declaration to 
that effect. 

sas a= 


Trade with Latin America 


The importance of British trade with South and Central 
America is so well recognised by British manufacturers that it 


is in a sense preaching to the converted to lay stress on it 
igain. Nevertheless, the address given recently by Sir Malcolm 


Robertson, formerly our Ambassador in Buenos Aires, to the 
British and Latin American Chamber of Commerce, is well worth 
ittention. He recognises that in productive capacity, engineer- 
ing, managerial, and working effort, Great Britain is second to 
none, but considers that all is not right with our salesmanship. 
We have often been told that, unlike our competitors, we do 
not make a sufficient study of our markets and have tended 
to adopt the attitude to a potential customer of ‘‘ take it or 


leave it with the goods we choose to offer rather than trying 
to give him what he wants In the main this is no longer 
true, and one sign of the change is the increasing attention 
paid to the study of Spanish. It should be the language as 
used in South America, which differs in many respects from 
the Spanish of the old world. In the opinion of Sir Malcolm 


Robertson “‘ what we have to do is to build up real repre- 
sentatives of British commerce and industry abroad. They 
must not only just talk about their goods, they have got to 
know the people of that country.’”’ 


A National Transport Programme 


In our last week’s issue we gave extracts from the comments 
in the national press on the booklet containing the reprint of a 
series of articles recently published in The Railway Gazette, 
dealing with the future of transport. Among other journals 
which have given notices of the booklet are the Passenger Trans- 
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port Journal, which gave lengthy extracts from it, and 
Transport. The latter commented that subtle forms of 
suasion and suggestion seldom have been employed to such good 
effect as in ‘‘ A National Transport Programme.’’ Dealing with 
the costs relating to road and rail transport, Motor Transport 
said that it is further suggested that whereas 34 per cent. of rail 
receipts are absorbed by maintaining and servicing the capital 
expended on rail tracks, only 11-12 per cent. is spent by the 
road operator on road upkeep, thus inviting the conclusion that 
the railways are in a very disadvantageous position; this con 
trasted strangely with figures showing that the conveyance costs 
by road are five times as much per ton-mile as the rail cost. The 


inswer, of course, is that the conveyance costs showed what 


could be done if the traffic could be obtained to make a 100 ot 
50 per cent. pay load. This matter is also the subject of a letter 
and editor’s note which appears on page 377 

oc o 
Centenary of G.W.R. Mechanics’ Institution 


From an early record of the G.W.R. Mechanics’ Institution 


it Swindon we learn that, as long ago as September, 1843, ‘‘a 
few members opened a library with a sm ill number of books a 
few kind friends gave them, and others that were purchased 
with a small sum of money that had accumulated from fines 


in the hands of the company.’’ In March, 1844, there were only 
15 members, and about 130 books in the library, but by the end 
of the year the membership had increased to 129, and the book 





stock had risen to 522, with a circulation of 80 volumes weekly. 
Che first President was Daniel Gooch, and the success of this 
famous mechanics’ institution owes not a little to his encourage- 
ment and enthusiasm, which was all the more noteworthy as 
1843 was 9 years before any public library existed in this 
country \s indicative of the progress which has been mad 
during the intervening century, it is worthy of record that in 
1942 the borrowings totalled 254,428 volumes Whereas during 
its first year the average issue was 80 volumes a week, & recent 
analysis shows that, during the first and last full weeks of Janu- 
iry, April, July ind September last year, books were issued 
from the central library at the average rate of 137 volumes an 
hour. On the Saturdays (10.30 a.m. to 1 p.m.) in the same 
period 1 record of 222 was reached ind a single day's tot il issue 
ittained the h figure of 1,249 volumes on April 7 For a 
great number of years educational classe ind lectures were an 
essential feature of the G.W.R. Mechanics’ Institution, and in 


the 1887-88 session no fewer than 480 students were receiving 
instruction Various classes continued under the control of the 
institution until 1891, when a local Technical Education Council 
established under State arrangements, and management of 
the classes was thereafter transferred to that body 


was 


Ses au 
Overseas Railway Traffics 


Long term prospects have fav 
the stocks of the 


ured the recent improvement in 
railways in Argentina, and the 

In the 13th and 14th weeks of 
been shown of £43 260 on the 


British-owned 
traffics have been generally bette 


the financial year increases have 


Buenos Ayres Great Southern, of £38,472 on the Central Argentine 
of £16,740 on the Buenos Ayres & Pacific, and of £7,920 on the 
Buenos Ayres Western The aggregate decreases on the Pacifi 


and on the Western have at the same time been materially reduced 
Among Brazilian railways the rise in receipts continues. For what 
may be called the first three quarters of the year 1943 the Great 
Western of Brazil shows an increase of £210,300, the Leopoldina one 
of £151,499, and the San Paulo one of £236,159. Antofagasta receipts 
for the same period amount to £1,122,200, an increase of £278,010, 
but Nitrate Railways, with £114,950, are £25,145 down. Central 
Uruguay traffics for the first quarter of the financial vear show an 
advam e ot / 121 440 


No.of Weekly Inc. or Aggregate Inc. or 
week traffics decrease traffic decrease 
é £ £ £ 
Buenos Ayres & Pacific * l4cth 103,200 10,620 1,156,620 22,320 
Buenos Ayres Great Southern* [4th 166,500 22,860 1,939,080 174,480 
Buenos Ayres Western* 14th 55,680 4,980 660,360 14,280 
Central Argentine* 14th 147,705 21,297 1,761,468 69,387 
Canadian Pacific 39th 1,700,200 292,400 43,204,200 5,778,800 
* Pesos converted at 16% to £ 

Aggregate gross earnings of the Canadian Pacific Railway for the 


first eight months of 1943 amounted to £37,946,200, an increase of 
£4,943,600 in comparison with the corresponding period of 1942, 
and the net earnings of 45,795,400 showed an improvement of 
£108,000 


Great Northern Railway (Ireland) Rates 


Dublin has recently sanctioned, on 
the application of the Great Northern Railway Company 
(Ireland), increases as from September 1, 1943, in rates and 
charges for traffic between Great Northern stations in Eire, and 


[The Railway Tribunal in 
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between Great Northern stations in Eire and Northern Irelang 
These increases also apply, with certain exceptions, to inter. 
company traffic with the other Northern Ireland railways, includ. 
ing the Dundalk, Newry & Greenore. Prior to September | 
1943, goods train rates, except for coal and livestock, included 
an emergency surcharge of 25 per cent. over those in operatio 





on November 20, 1939. In coal and livestock rates the corr 
sponding surcharge was 15 per cent. The application made t 
the Railway Tribunal and sanctioned by it was for an increase 


of 10 points in these increases, that is, from 25 per cent. t 
35 per cent. and from 15 per cent. to 25 per cent. respectively 
This was equivalent to an increase in the then existing rates 
of approximately 8 per cent Rates for certain traffics by 
passenger train, before the application, included a surcharge of 
10 per cent. over the pre-war rates, but other traffics, such as 
parcels, perishables, excess luggage, newspapers, etc., 
being charged at the rates operative before the outbreak of war 
The Railway Tribunal sanctioned an increase of 10 points in th 
case of all passenger train traffic as from September 1, 1943, and 
therefore, from that date the surcharge on the trafhics enum: 


were still 


rated became 10 per cent whereas that on the traffics whic} 
already included 10 per cent. became 20 per cent. 
gas a 
Increase in Railway Rates in Brazil 
The Leopoldina Railway Co. Ltd. has announced that, as th 


result of representations as to the effect of continuing rises jn 
costs, the Brazilian Government has authorised an increase jr 
goods tariffs and main-line passenger fares of 25 per cent., which 
s to come into effect on October 16. The increase is directed 
to the alleviation of working results, to the making of ré 

ible provision for the rehabilitation of equipment not as yet 
possible, and the improvement of staff conditions in pay gener 


ison- 


illy. A previous increase in rates of 10 per cent. was authorisé 
in February last year, and took effect from March 1, 1942. At 
the last annual meeting Mr. ( H. Pearson, Chairman of th 
company, said that traffic receipts, aided by the rate increas 
had risen, but, on the other hand, expenditure also had grow: 
rapidly. Coal was a predominantly adverse factor in the com- 


The report of the San Paulo (Brazilian 
for last year, issued in June last, also referred 


pany’s expenditure. 
Railway Co. Ltd 


to heavy increases in costs, arising from enhanced prices of fu 
ind materials, and wage improvements to meet the increase 
ost of living. To meet this situation a petition for increased 


rates was submitted last December, and became effective fron 


July 5 last ‘ 
geo == 
Sudan Railways and Native Education 
[he part which the Sudan Government is playing in th 


welfare of the Sudanese people is well illustrated in a pamphlet* 
by Mr. kK. D. D. Henderson of the Sudan Political 
Among the principal technical schools which have been estab- 
lished is the railway school at Atbara, which was opened in 1924 
to educate boys as first-class artisans. In 1933 a higher cours 
was introduced to provide better quality material for charge 
men. There is also an enginemen’s school, where instruction is 
given by Sudanese and British locomotive inspectors, a 


DeTVICE 


schoo 


of marine engineering, and an electrical engineering school with 
a branch at Port Sudan. These schools aim at producing con 
petent enginemen, engineers, electricians, and chargemen. Thi 
practical result has been that during the last decade British 


classified staff in the mechanical branch has been reduced by 
31 to 91, and other non-Sudanese staff by 461 to 370. Sudanese 
staff has been increased by 393 to 5,710, which includes 607 
enginemen (out of 611), who now handle with a record-breaking 
freedom from accident and failure, the most modern locomotives 
including the Garratt and the diesel-electric shunter. The traffi 
branch of the railways also runs a training school and employs 
Sudanese traffic inspectors, one of whom is now a _ senior 
inspector. The traffic staff is 96 per cent. Sudanese 


aa: == 
2art-Time Railway Labour 
Heavy transport tasks are 


coming winter, and 
volunteer 


envisaged by the railways for th 
to help in handling the work more pat 
part-time workers are being recruited. War workers 
wd many forms of peacetime occupations are represented bi 
the helpers whe have already formed enthusiastic t 
issist in loading and unloading goods and war freights, cleaning 
locomotives, and so forth, in their spare time. On a recent 
Sunday 800 volunteers cleaned 300 engines at 38 different depots 
on one railway, and 800 spare-time workers (including 260 
women) helped to load and unload wagons on another line. I! 
the morning and evenings 30 part-time workers are employed t 
* “Survey of The Anglo-Egyptian Sudan, 1898-1941,”" by K. D. D. Henderson, 
obtainable from the Sudan Government Office, Wellington House, Buckingbat 
Gate, London, S.W.1, price Is. 
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clean the cars of London tube trains, and 220 women work 
part time as canteen assistants. The hours of duty of these 
volunteer workers are arranged to avoid conflicting with ordinary 
full-time employment, and railway part-time workers who work 
regularly for three or four hours are paid for their work. 
Recently, 55 industrial workers in a Midland area, whose plant 
yas being overhauled, were lent for railway work for a week. 
In another instance, to assist local labour difficulties, a firm 
engaged upon intensive war production received help from rail- 
way spare-time workers who unloaded 1,500 tons of timber, lime, 


four, bricks, forgings, potatoes, sugar, and cased goods from 
2900 wagons at weekends. Volunteer labour employed in Scotland 
m wagon repair forms the subject of a paragraph at page 394. 
* 
o5 om "s 


Volunteers Help Turn-Round of Wagons 


Among the special steps taken by the Great Western Railway 
to facilitate dealing with the largest possible tonnage during the 
present heavy pressure, is an intensification of the practice of 
unloading wagons at weekends by the utilisation of volunteer 
abour During the weekend October 2-3 no less than 27,000 
vere unloaded, breaking all previous records, and the use of 
volunteer spare-time labour contributed largely to this gratifying 
result. The volunteers concerned are paid the appropriate rate 
job and it is of interest that assistance is given by 
engaged in such occupations as butchers, grocers, 
greengrocers, dustmen, road sweepers, insurance agents, com- 
mercial travellers, university students, women clerks, and 
housewives. We understand that for some time past the G.W.R. 
has been paying special attention to reducing the average turn- 
round time of wagons at terminal stations with the result that 
t has secured the quickest turn-round recorded on its system, 
n achievement towards which the use of volunteer part-tim« 
ibour has been of considerable assistance 





The Bavarian ‘‘ Ruhe’’ Signal-Aspect 


The reference in an editorial note in our issue of October 8 to 
the new German double-quadrant 3-aspect junction signal (one 
similar to which we Omitted to say had been used on the old 
Swiss United Lines for some years before 1886) reminds us that 
ne former Bavarian lines used for a long period signal arms 
working in two quadrants, but for another purpose. On these 
nes, contrary to practice in other German states, the stop indi- 
n on a starting signal was absolute, and applied equally 

running and shunt movements. It thus became necessary 
to provide means of showing when shunting might take place; 
the stop indication sufficed to prohibit it without using the 
special signal seen elsewhere. This was done by lowering the 
im in line with the post and showing a blue light at night; the 
spect was known as Ruhe (rest, repose), and was seen when no 
train was expected Interlocking compelled the signalman to 
hange a starting signal arm from vertical to horizontal before 
ie could clear any home signal allowing a train to run up to it. 
With the introduction of standard signalling on the Reichsbahn, 
1 time limit was set to the use of the Ruhe and other special 
signal aspects. 


at 


Express Locomotive Adhesion 


Many of the British high-pressure Pacific locomotives of today 
show a marked tendency to slipping when getting away from 
rest; and the indications are that as the demand for power in 
the largest passenger types increases, so the maximum permis- 
sible loading of 674 tons on three pairs of coupled wheels may 
become insufficient for adhesion. There are two ways in which 
the deficiency might be made good; one is the application of 
woster cylinders to the trailing axle, and the other is the use 
f eight-coupled wheels; but it cannot be said that as yet either 
xpedient has proved popular in Great Britain. Both in the 
ise of boosters, and of eight-coupled wheels in passenger ser- 
vice, the late Sir Nigel Gresley made the only experiments that 
have been tried in this country. So far as passenger service is 
oncerned, boosters were applied experimentally to two classes 
£L.N.E.R. Atlantics, but apparently without any great success, 
is both installations were later removed. In the United States 
boosters are almost standard equipment with many locomotive 
lasses (though perhaps more of them freight than passenger), 
and this suggests that little complaint can be lodged against 
ooster gear on the ground of either efficiency or reliability. 
similarly the use of eight-coupled wheels in Great Britain for 
passenger service has been confined to the six ‘‘ Cock o’ the 
North ’’ type 2-8-2 locomotives designed by Sir Nigel for the 
Edinburgh—Aberdeen service of the L.N.E.R., with 6 ft. 2 in. 
living wheels. In the United States few types are more 
Popular in North America for heavy express work today than 
the 4-8-4; but already one of the British 2-8-2s has been con- 
verted to the 4-6-2 wheel arrangement. 
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The Threshold of a New Era in Transport 


"THE heading of this editorial was the title chosen by Sir William 

V. Wood for his inaugural address as President of the Institute 
of Transport. The members of the Institute have every reason to 
be gratified that he has seen his way to preside over its affairs during 
a year when his railway duties will be especially onerous. Sir 
William made an auspicious beginning to his term of office by 
delivering, on October 12, an address which was written in easy 
and, in places, almost conversational style. A synopsis of his 
thought-provoking remarks is given on a later page in this issue 


Y 


and it will be seen that he touched on a variety of problems which 
will have to be solved in the near future. Wisely, we think, Sir 
William did not attempt to deal with any one subject exhaustively, 
though he expressed emphatic opinions about several matters of 
great importance at the present stage of transport development. 
A few comments on two or. three of these controversial points may 
be helpful to our readers in formulating their own views. 

First of all, we agree whole-heartedly that a thorough investiga- 
tion of facts should be held before any decision is reached about 
bringing any or all forms of transport under public ownership. So 
far no clear and detailed justification for a sweeping change of this 
kind has been put forward and it would be astonishing if a British 
Government sought to adopt a policy of ‘“‘ whole-hoggery ”’ in 
dealing with transport, merely because certain politicians consider 
that on principle the state should own and operate all means of 
communication. We also share Sir William Wood’s dislike of 
subsidies to transport agencies or to other industries through the 
manipulation of transport charges 

Turning next to the reference to the charging powers of the various 
carriers of passengers and merchandise, we venture to suggest that 
Sir William expects too much to happen if steps are taken to put 
rail, road, and water transport on an equal footing. We have 
previously referred to the importance of the inquiries now being 
conducted by the Road & Rail Central Conference with the object 
of devising a system of correlated freight charges. These inquiries 
involve the revision of the existing railway classification of merchan- 
dise and of the conditions under which merchandise is at present 
accepted for conveyance by rail and road. Agreement between 
the negotiating parties, we cannot help feeling, will be of little avail 
unless it is confirmed by statutory authority. Similarly, it is 
doubtful whether voluntary fusions or associations of road hauliers 
within specified regions can be completely effective as a means of 
stabilising rates and services. One or two “ free-lance ’’ optrators 
might ruin the best-laid schemes of the associated concerns. To 
group road undertakings satisfactorily, it would seem desirable to 
include all the operators in each region and to have in reserve power 
to insist on every member of the “ combine ’’ observing the con- 
ditions approved for the area. A haulier would then be aware that, 
if he broke the regional regulations, he risked the loss of his licence. 
If we are ever to attain a balanced scheme of transport in all its 
forms, there is a great deal to be said for the conclusion reached by 
many American thinkers that government regulation should be 
applied all round and adjusted from time to time to suit any marked 
change in circumstances 

The advocates of railway unification did not receive any encourage- 
ment from Sir William Wood. In his view, amalgamation under the 
Railways Act of 1921 went too far. The Railway Gazette pointed 
out during the consideration of the “‘ grouping ”’ proposals that if 
would be unwise to build up new companies of unwieldy size, but 
twenty years have passed and it is too late to undo the replanning 
carried out in 1923, largely on the recommendation of the Railway 
Companies Association. After all, some of the weaknesses which 
Sir William has observed on the L.M.S.R. system are admittedly 
due to over-centralisation. The larger an undertaking becomes, the 
more grows the need for a judicious devolution of responsibility to 
its officers stationed at the outposts. This principle was followed by 
the other Northern company from the start. As soon as Mr. William 
Whitelaw was appointed Chairman of the L.N.E.R., he convinced 
his Board of Directors that the organisation of the new company 
should provide for three centres of energy at London, York, and 
Edinburgh, controlling the Southern, North Eastern, and Scottish 
areas respectively. At each centre a Divisional General Manager 
was placed in charge with extensive and well-defined authority 
Each Area Manager was given the assistance of a Passenger Manager, 
Goods Manager, and Superintendent, and these officers were in 
turn entrusted with ample powers. This organisation had the merit 
of preserving local contacts and avoiding constant reference to the 
Chief General Manager at Headquarters. We believe that the 
public, and especially traders and shipowners, appreciate the benefit 
of having access to divisional officers who can settle with them 
directly all but important questions outside the run of normal 
business. 

Another example of the advantage of delegating authority is to 
be found in the dock department of the Great Western Railway. 
The absorption of the independent Welsh Railways in 1923 trans- 
ferred to the Great Western one of the largest dock systems in the 
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world. To ensure the efficient supervision of this new branch of 
b usiness, a Chief Docks Manager was appointed with headquarters 
at Cardiff. He has complete charge of the dock working and estates 
at all Great Western ports and is directly responsible to the General 
Manager so that there is no danger of circumlocution in handling 
shipping matters. We admire the frankness with which Sir William 
explained his difficulties and hope that he will proceed to develop 
his ideas for passing out work to provincial centres. 

Inevitably the address contained a good deal about research and 
analysis of working costs. The L.M.S.R. has for many years 
attached a high degree of priority to the use of these weapons in 
the never-ending pursuit of improvement and economy. As we 
explained in an editorial article on industrial research in our Octo- 
ber 1 issue, the other main line companies and the L.P.T.B. have 
also been active, though of necessity their methods of procedure 
are not uniform. Nobody, we imagine, will dissent from the reference 
to the relations between the railways and their employees—indeed, 
we do not know of any other industry in which equally elaborate 
machinery already exists for airing any grievance and getting at 
the facts of the case 

Sir William wound up with a rapid survey of the post-war changes 
which the transport industry will be called on to meet. To aid 
in adapting the carrying services of the country, he said, was the 
chief function of the institute over which he now presides. He has 
done a useful piece of work in summarising the problems which the 
future has in store and his address will repay careful study when it 
is published in full in the Journal of the Institute. May the discourse 
be the prelude to a happy and successful year in the presidential 
hair ! 

so5 om 


Politics and the American Railway Position 

ON May 24, 1943, after a lengthy inquiry, there was filed with the 

Economic Stabilisation Director of the United States a report 
of a Railway Emergency Board which recommended an increase of 
8 cents an hr. to more than a million railway employees in non- 
operating grades. As a result of union dissatisfaction with this 
finding, President Roosevelt has asked the railway companies to 
enter into new negotiations, with a view to regarding the present 
48-hr. week as a 40-hr. week plus 8 hr. overtime worked at time- 
The 8-cent advance alone would have cost the 
the new proposal would roughly 


and-a-half rates 
railways $200 million annually ; 
double this addition to the wage bill 

The railways point out that despite the declared intention of the 
U.S. Government to prevent inflation, this is the third time in three 
years that boards appointed by the President to inquire into railway 
wage demands have made their reports, judicially based on the 
evidence given ; that in each case the men’s unions have contested 
the findings ; and that in each case the reports have been referred 
back by the President to the boards concerned for further considera- 
tion, and always in the labour interest and not that of the railways 
In the autumn of 1941 a board recommended a general advance in 
railway wages ; the labour leaders were not satisfied and ordered a 
nation-wide strike ; and in the end the President backed the labour 
claim and caused the recommended advance. to be increased 
* On May 21, 1943, another board appointed by the President made 
certain recommendations as to the wages and conditions of diesel 
locomotivemen ; the latter demanded payment on the basis of the 
horsepower of their locomotives, instead of, as hitherto, the adhesion 
weight, and also that a third man should be carried at the head end 
of every multiple-unit diesel-electric locomotive. Certain conces- 
sions were agreed by the board and recommended to the President, 
but again the men’s unions violently dissented, and again the 
President has referred the whole question back to the board con- 
cerned for re-examination—in the labour interest. The case of the 
non-operating employees referred to in the previous paragraph is 
the third, and here the Presidential pressure is even more precise, 
for the board is given direction as to what its finding ought to be 
In such circumstances the railways not unnaturally ask what pur- 
pose, if any, is served by the appointment of these boards of inquiry 
for such frequent Presidential intervention tends to destroy in ail 
industries the possibility of wage settlements arrived at by orderly 
procedure and based on evidence. The railways also point out that 
in relation to the cost of living, railway wages are considerably higher 
than before the war ; although the employees, on their part, contend, 
and doubtless correctly, that in present conditions their work is 
much more exacting than in peacetime Nevertheless, advances to 
railway employees on the scale proposed wili justify the farm bloc 
in Congress in demanding further advances in the price of farm 
products, and so the vicious inflationary circle goes on 

The advance of $400 million now proposed to non-operating 
employees coincides with the reduction in freight rates ordered by 
the Interstate Commerce Commission, which is costing the railways 
$300 million. One result of these simultaneous changes would be a 
loss of $350 million to the nation in taxation, for the railways would 
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be earning a net operating revenue less by some $700 million than 
previously. It is also contended by the railways that their property 
is being worn out rapidly, in war conditions, because of their inability 
to obtain adequate new equipment and maintenance materials 
and that whereas by saving on current earnings they would have 
been in a position to finance the extensive replacements and renewals 
that will be essential in the post-war recovery period, the present 
policy of the Federal Government will make any such savings 
impossible. Thus, they claim with some bitterness, they ar« being 
rewarded for what is generally considered as one of the greatest of 
the wartime achievements of all American industries in helping the 
Government to carry on the war. In the endeavour to make out a 
good case, there may be some exaggeration of the railway position, 
but it is difficult to avoid the conclusion that the dice are loaded 
against them, or that politics are playing a considerable part in the 
present trend of affairs ; although politics were to be “ adjourned ” 
during the war, and there were to be no individual profits from war 
conditions, neither of these laudable aims is being fulfilled. 


Railway Canteens 


HE recent statement by Sir James Milne, General Manager oi 
the G.W.R., when opening a new staff canteen at Reading, 
that 31 canteens had been opened by that company since the 
commencement of the war and that 25 more were in 
building, affords some indication of the steady progress which is 
being made in this important phase of staff welfare. Canteens 
and dining clubs existed to a limited extent before the war 
but for the most part they were confined to the larger stations 
and depots where considerable numbers of staff were employed, 
many of whom lived too far from their work to enable them t 
return home for their midday meal. Messrooms, provided in 
accordance with the requirements of the Factory Acts, 
available at many depots, and provided facilities for the heating 
of food brought by the staff from their own homes. 

The changed conditions brought about by the war have neces- 
sitated the provision of additional and’ more comprehensive 
facilities, and the rapid development of railway canteen services 
is in conformity with the general industrial policy of ensuring 
that workers are adequately fed. Apart from domestic feeding 
problems directly connected with the rationing of foodstuffs, 
there are a number of other features which have given added 
to the importance of canteen facilities. For instance, 
the wives of many railwaymen are themselves working in war 
factories or, in numerous instances, on the railways, with the 
result that the preparation of a cooked meal at home is out of 
the question. Furthermore, public refreshment establishments, 
including British Restaurants, are, generally, so crowded that it 
is frequently impossible for railway and other workers to obtain 
meals at such places within the time at their disposal. . Canteen 
facilities are of particular value to trainmen whose irregular 
turns and oftentimes extended hours of duty make the food 
problem particularly difficult. To these men the knowledge that 
1 canteen is available at the journey’s end is a definite help 
and such facilities undoubtedly contribute materially to th 
smooth working of the railways. Although in some instances it 
has been possible to adapt existing buildings, the majority of 
the canteens provided or authorised by the railway companies 
entail the construction of entirely new premises, and difficulties 
of labour and supply have inevitably delayed the provision of 
facilities which are as urgently desired by the companies as by 
the staff. 

The method of operation varies ; in numerous instances the 
canteens are controlled by a committee of management composed 
of members of the staff, and in other cases the catering rights 
are let to contractors. At some of the larger canteens, arrangt 
ments have been made for the establishment of subsidiary can- 
teens at adjacent depots to which hot meals are despatched each 
day by means of insulated containers capable of keeping food 
hot for an appreciable period. In addition to the canteen 
facilities now being provided, the British railways 
number of mobile kitchens capable of being sent at short not 
to any place where temporary feeding arrangements are required 
Many of these mobile units have been gifts from overseas and 
have formed the subject of special presentation ceremonies whicl 
have been reported from time to time in The Railway Gazette. 
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AUSTERITY LOCOMOTIVES IN INDIA.—Recent messages from New 
Delhi have directed attention to the good work which is now 
being performed on the Indian railways by American-built 


locomotives of the ‘‘ MacArthur’”’ or 2-8-2 wheel 
arrangement. Large numbers of these units are said to be at 
work. These are understood to be the first American-built wat 
locomotives constructed to the Indian broad gauge of 5 ft. 6 iD 
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LETTERS TO THE EDITOR 


(The Editoy is not responsible for the opinions of correspondents) 


What is “ Private Ownership ? ” 


London. October 11 

To THE Epitor oF THE RaILtway GAZETTE 
sir,—May I be permitted to traverse the rejoinder of 

Writer of the Articles ’’ to my letter to you of September 24 ? 
\t the outset, he finds my particularisation of the L.P.T.B 
unfortunate,’’ but surely one cannot avoid discussing the board 
vhen the whole point of the controversy centres on whether or not 
the Board is a suitable model for the future ‘‘ public ownership ’ 
[use the expression without qualification or apology) of all transport 


facilities. However, by acknowledging that the stockholders of the 
yard ‘‘ do not own the assets,’’ he tacitly retreats from the position 


previously taken up, implicitly or explicitly, by him and others 
vyho have written on the same subject, namely, that because private 
nvestors ** provide the capital ’’ they are, ipso facto, the ‘‘ owners’”’ 
and so, apparently as a matter of moral principle, ought to be in a 
position to protect their capital against risk, by means of direct 
trol over the management. We progress, for to contend that 
ecause capital is privately subscribed for any purpose, there is 
therefore some inherent right to ‘‘ own ’”’ and control the manage- 
nent of the assets representing that capital, is merely to cloud the 
ssue with prejudice. The point is what are the terms on which 
the capital is borrowed. If it is borrowed on what may be described 
AS | public board ’’ terms, then there is neither ownership nor any 
right to control the undertaking, save in the event of default If 
the private investor does not like it that way, then he need not 
subscribe the capital, but somehow or other he seems to like this 
type of investment Certainly, the ‘‘ expropriated ’’’ holders of 
rdinary shares in the undertakings acquired by the L.P.T.B. and 
the P I..A. were, and are, in no haste to unload the new Public Board 
stock they received in exchange for their former shareholdings, with 
the rights of appointing and dismissing directors, of which your 
wrespondent gives such a glowing account ; 

But I am not alone in my views. In this connection, the reference 
made by The Writer of the Articles ’’ to the Economist of October 2 
s, shall I say, a little unhappy, because the first few lines of the 
sts paragraph (not quoted) happened to direct attention, 
cise terms, to the absence of effective control by shareholders 
ver the property they own. Thus, the Economist (loc. cit.) stated : 











re Is very little disagreement as to the ill-effects of the divoree 
en ownership and effective control of joint stock enterprise which 





as resulted from the spread of investment in recent decades, but there 
much doubt as to the remedy. 
I did 1 7 ho pose ” 

did not refer to the idea of management by owners (that is, 


real owners) as Victorian, but to the notion, held by your contri- 
utor, that control of the management by shareholders is effective 
n practice. On this point the Economist is on my side and not 
I I must leave it to your readers to decide which of the 
pposing views of the effectiveness of the system of control of 
lirectors by shareholders merits the adjective ‘ ridiculous,”” mine 
and the Economist’s) or his 

[ am afraid that what Mr. Herbert Morrison said in the House 
About the L.P.T.B. does not prove the novelty of the L.P.T.B 
‘rangement, because Mr. Morrison happened in various respects 
to be wrong. Much of the quotation cited by ‘“‘ The Writer of the 
Articles applies exactly to the shareholders of both the water 
ay which preceded the Metropolitan Water Board, and of 
fe dock companies which preceded the Port of London Authority 
In both cases the relevant Act abolished the right of the share 
holders to elect the directors and in both cases only ‘gave them 
certain right to apply for a receiver in certain circumstances.”’ 
\gain, there was previous agreement by the private owners to 
accept ‘ paper,’’ in the case of both the P.L.A. and the M.W.B., 
and the great bulk of the interests transferred to the L.P.T.B 
Morrison’s enthusiasm for his child thus led him to an over- 


simplification, when he said : 
\ 


7; 


‘ever before had Parliament compelled capitalists to take paper in 
cor ; : : 5 
mpensation for an undertaking and deny them a voice in the election 


f directors, 


Where is the novelty of the L.P.T.B. ? 

The “‘C’”’ stockholders of L.P.T.B. will doubtless be glad to 
arn that they possess “‘a complete monopoly of public transport 
Nside the London area.’’ Some of them, however, will have an 
weasy feeling that there are alternative means of transport not 
yet brought within the scope of this ‘‘ monopoly,’’ such as bicycles, 
Private cars, taxis—and walking If the implication is that the 
board can charge what it likes because it has a monopoly, it is 
urious that this obvious course was not taken before the war 
so that the ‘‘C’’ stockholders could then have had the remaining 
few ounces of their pound of flesh. However this may be, would 
not any National Transport Board ’’ be endowed with a far more 
elective monopoly ? 

May I suggest that this controversy should now be diverted into 
the more fruitful channel of what should be the new type of instru- 
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ment for the exercise of public supervision over public utilities, 
including those publicly-owned, so as to avoid the unimaginative, 
routine-minded, petty interference on marginal trivialities, which 
is what government control exervised through Whitehall Depart- 
ments inevitably involves with a Civil Service constructed on present 
lines ? Whether we like it or not, the State is going to have a 
bigger say in the oversight of public utilities, if not of productive 
enterprise, and the wise man will try and think of some more 
constructive policy than ‘‘ Back to 1939.”’ 
Yours faithfully, 
“CROSS BENCHER 


” 


A National Transport Programme 


25, Green Lane, Northwood, 
Middlesex. October 4 


To tHe Epiror or THe Raitway GAZETTE 

Sir,—May I invite the attention of the author of this 
pamphlet to the figures of ‘‘ conveyance costs ”’ which he quotes 
in page 12? I am sure he has no desire to mislead his readers, 
but surely he does so when he bases his statement that the 

railway is the cheapest form of transport ever invented ies 
on such figures. He takes a train load of 522 tons and states 
that ‘‘ the costs were on the basis of full or half-full loads for 
each of the units and on the assumption that this basis continues 
throughout the year.’’ The average train load on the railways 
in 1938 (and the figure has varied but little for many years) was 
125 tons, and even on the basis of the author’s own figures, this 
average load would tell a very different story, both absolutely 
and relatively. That is not all, however; the figures do not 
include terminals, which presumably means that they do not 
include the cost of transhipment en route, or of marshalling 
and shunting, all of which are incidental to (and under present 
methods of operating inevitable) conveyance. Add the costs of 
these expensive operations (more time is spent on shunting than 
on train working) and then add the cost of getting traffic to 
and from the train, and you get the real reason why competition 
with the railways is so effective—it is in operating, not in track 
costs, that the weakness lies. 

What the steam locomotive running on rails can do, and what 
it actually does, are vastly different things. The average train 
load can be brought up to 500 tons, and transhipment, shunt- 
ing, and marshalling practically eliminated, by using the steam 
locomotive and the train to haul heavy loads at high speeds with 
few men, and by feeding those trains by the road vehicle, instead 
of the train. 

There will then be no need to think of nationalisation or any 
other political device, or of price control. The problem is an 
operating problem and the solution is to replace present operating 
methods by the more scientific methods made possible by the 
development of the internal combustion engine. 

Yours faithfully, 
FREDERICK SMITH 


Mr. Smith believes that railway operating methods offer 
great scope for improvement, and he uses the conveyance costs 
given in the pamphlet to air his views on operating. We said 
in Chapter Il that ‘‘ transport cannot be fully efficient 
unless there is good loading ’’ and ‘‘ unused freight capacity is 
waste ’’ and ‘‘ unless the transport system is planned as a whole 
the waste which is involved cannot be eliminated or minimised.”’ 
Presumably, Mr. Smith agrees with these statements ; and the 
only difference between us is in the approach. But we suggest 
that the table of conveyance costs given in the pamphlet cannot 
bé interpreted in the way Mr. Smith attempts to do. We should 
have thought that with the description of them we gave, 
together with our answers to other correspondents, all readers 
by now would have understood them. Given 100 or 50 per cent. 
pay load and allowing for the other factors we have already 
mentioned, the costs represent the facts. They cannot be related 
to overall average figures, and certainly not to the carryings of 
1938 which ignore the spare capacity of the railways arising from 
the unequal competitive position vis-a-vis road transport.— 
Ep. R.G. 


Pennsylvania 6-4-4-6 Locomotive 


66, Eton Rise, 
Haverstock Hill, N.W.3. 

RAILWAY GAZETTE 

Sir,—With reference to the article on the above in your 
issue of September 3, may I point out that 16-wheel tenders 
were fitted to some 4-8-4 locomotives built by Baldwin for fast 
passenger service for the Atlantic Coasf Line in 1938. These 
engines were described in the Railway Age of December 24, 
1938, and the tenders were stated to be the first ever fitted with 
8-wheel trucks. 


September 18 


To .THE Epitor oF THE 


Yours faithfully, 
E. C. POULTNEY 








































































































































































































378 


The Scrap Heap 


A London Transport test has revealed 
that it takes a bus conductor 6} min. to 
give tickets and change to 25 persons. 
When the same number offer the right 
money, it takes only 2} min., a saving of 
65 per cent. 

ad * * 

On behalf of the L.M.S.R. Headquarters 
staff, a cheque for £300 was handed on 
September 27 to the Dean of Canterbury, 
Chairman of the Joint Committee for Soviet 
Aid, to endow two beds in the Stalingrad 
Hospital. The aim had been to endow 
one bed, but double the amount required 
for that purpose was forthcoming. 

* ” * 


IMPROVING OUTPUT 

“| have heard of a plant being replaced 
at considerable expense in order to introduce 
a new gadget which it was hoped would 
improve the rate of output. The improve- 
ment was fully effected but at the first 
stoppage of the plant for overhaul it was 
found that the gadget had not been con- 
nected and the improvement was due entirely 
to replacing the old by new parts.’’—From 
Sir William Wood's Presidential Addyvess to 
the Institute of Transport 

* * * 
SayInG It WITH SUNSHINE 

In the course of demolitions at Liver 
pool Road Station, Manchester, there has 
been unearthed what is described as “‘a 


brass sundial dated 1833, believed to be 
used in connection with the timing of 
trains.”” Thus should be laid for ever 


(at least so far as the year 1833 is con- 
cerned) the vile and prejudiced slander 
that ‘‘the sun never shines in Man- 
chester.’’ If this version of the function 
of an undeniably interesting relic is cor- 
rect the Manchester of 1833 was so much 
of a sustained sun-trap that railway time- 
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tables were adjusted by reference to the 
genial and unremitting rays of Phoebus 
Apollo. It is a kindly and consoling 
thought; and there is no one now alive 
to tell us whether the trains of 1833 ran 
to time or whether passengers, even in 
those obviously enlightened days, were 
sometimes left cooling their heels on 
empty platforms and wondering whether 
their journey was really necessary. If 
they were it was just as obviously the 
business of the sundial to improve the 
shining hour by supplying a motto that 
would enjoin patience or the pursuit of 
wisdom. There are plenty of them and 
they have all been used as inscriptions 
for sundials. ‘‘ No man is wise at all 
hours,’’ ‘‘ The sunshine teaches not with- 
out the shadow,’’ ‘‘ It is not possible to 
hold the day; it is possible not to lose 
it’’ (or in other words ‘‘ Don’t miss the 
train ’’), ‘‘ The night cometh,’’ ‘‘ Serene 
[ stand among the flowers, and only mark 
the sunny hours.’’ Railway travel must 
have been worth while in 1833 if you 
could sit in the sunshine on Liverpool 
Road Station and meditate such un- 
doubted gems of varied wisdom.—From 
“© The Manchester Guardian.’ 


* * * 
SERVICEMEN’S KITBAG EXPRESS 
Servicemen changing railway stations 


in Sheffield about three-quarters of a mile 
apart are being transported with their 
kit by an Army lorry. It is called the 
‘““kitbag express.’’ Similar services are 
operating in some other large towns.— 
From ‘‘ The Yorkshire Post.’’ 


* ” . 


Next December the Christmas tree, which 
should brighten the front parlour, probably 
will be right where it is today—standing 
unadorned in the woods, according to a 
Canadian Government statement issued 
recently. Cutters, dealers, consignors and 
retailers are warned that they will be 
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(7 BEST QUALITIES OF THE BRITISH PEOPLE! 
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7 


“ 





Sw 





of the proprietors of “* The Evening Standard” 


In a leading article commenting on this cartoon, ‘* The Sunday Times” asks, ‘‘ Who and 


where are the originals of Low’s three plutocrats ? 
On the other hand, it must be remembered 
that the number of unemployed in Great Britain in January, 1933, was 2,979,425 


senseless stuff he puts into their mouths ?” 


Who among living men talk the 
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‘Ive 
wondered if you fellows ever miss the 
train after you've waved the flag’” 


[Reproduced by permission of the 
proprietors of “ Punch’ 


+ All JI said often 


was. 


handicapped by a shortage of railway 
equipment, difficulties in obtaining labour, 
restrictions on the use of lorries, and by the 
acute shortage of the type of twine used for 
binding trees in bunches for consignment. 
The Transport Controller, Mr. T. C. Lock- 
wood, states that instructions will be issued 
to the railways prohibiting the transport 
of Christmas trees in flat and open-top 
wagons, or in box wagons suitable for carry- 
ing grain and other essential commodities 
requiring such equipment. 
* x * 
RAILWAY CHANGES 
Famous railway engines that in peace 


time never left main lines are today 
hauling war freights along small routes 


to out-of-the-way places. This is one of 
many changes that the war has effected 
on British railways. Restaurant and 
sleeping cars have been converted into 
ambulance units. Camping coaches house 
railway Home Guards. Kitchen cars are 
now often used to prepare hot meals for 
canteens. Perhaps the type of railway 
vehicle to have undergone the most com- 
plete wartime change is the open saloon 
type carriage. In peacetime these carried 
sports enthusiasts to Wembley and excur- 
sionists to the seaside. Now prisoners-ol- 
war travel in them. Armed guards patrol 
the centre gangways.—From ‘‘ The York- 
shire Post.’’ 
~ x x 
TAILPIECE 
(Winter timetables ave now in operation) 
When swallows wing across the sea, 
And leaves are dry on bush and tree, 
And rivers run in autumn spate- 
Heigh ho !- 
The winter schedules operate. 


When fog compels the ‘trains to slow, 
And gusts along the platform blow, 
And tracks with early frost are pallid 
Heigh ho! 

The summer schedules are invalid. 


When nights are long and days diminished, 
And summertime reliefs are finished, 

And early blackout starts anew— 

Heigh ho! 

The trains run differently too. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Railway Convention Committee 

The interim report of the Railway Con- 
vention Committee of the Central Legis- 
lature has been issued. It endorses a pro- 
posal that, until a new convention is 
adopted the allocation of surplus between 
railway reserve and general revenue be 
decided each year on a consideration of 
the needs of each. The Committee added 
a rider to the effect that ‘‘ appropriation 
to railway reserve should be the maximum 
consistent with a fair allocation to general 
revenues, as determined from year to year 
by the general budgetary situation arising 
out of the present emergency.’’ The Com- 
mittee is of opinion that additional appro- 
priation should be made to the depreciation 
fund during the war, as an emergency pro- 
vision to cover the excessive wear and tear 
to which railway assets are being subjected. 
It recommends that a comprehensive 
inquiry be made as early as possible into 
lives of and as to a consequent 
normal rate of contribution to the deprecia- 
tion fund ; and into other matters, such as 
the level of prices, affecting the fund 


CANADA 


Cereal Traffic to U.S.A. 

Despite the shortage of railway vehicles, 
Canada sent the U.S.A. about 45 times as 
much barley and oats in the crop-year ended 
July 31 last as it did in 1938-39. Pre- 
liminary figures prepared by the Board of 
Grain Commissioners indicated that in the 
1942-43 crop-year more than 90,000,000 
bushels of oats and barley crossed the 
border. United States imports of Canadian 
oats, barley, and rye in 1938-39 were less 
than 2,000,000 bushels. In addition, almost 
1,500,000 bushels of Canadian flaxseed and 
nearly 5,000,000 bushels of Canadian rye 
went over the border during the crop- 
year ending July 31 last 


UNITED STATES 


Recovering Steel from Bridges 

lo recover some 900 tons of steel, the 
New York Central System recently dis- 
mantled and removed the bridges which 
carried its New York-Chicago main line 
and its subsidiary, the West Shore Line, 
across the dry bed of the abandoned Erie 
Canal near Clyde, New York State. The 
N.Y.C. main line is four-tracked, and the 
W.S.L. runs parallel to it at a distance of 
about 800 ft 

[The canal bed was crossed by 116-ft. 
skew truss spans with ballasted deck-trough 
flooring, framed into the lower chords of 
the trusses, and about 23 ft. above the floor 
of the channel. The canal bed was filled 
with 8,000 cu. yd. of material from an 
adjacent borrow pit, brought to the site in 
dump cars, and manceuvred into position 
by bulldozers to a level 3 ft. below the bridge 
floor. The floor system then was blocked 
up on to the new embankments by means 
f timbers and old sleepers, with wedges, 
and with 12 in. by 12 in. stringers support- 
ing each track rail. A good deal of the 
preparatory work on the dismantling of the 
trusses, after the tipping, and the packing 
ip of the tracks, was done without imposing 
any speed restrictions; but a limit of 
10 m p-h. was imposed while the trusses 
were in course of being cut up and removed, 
ind cranes required exclusive possession of 
one of the four main-line tracks while the 


assets, 


N.Y.C. bridge was being tackled. Each 
of the four tracks then was closed in succes- 
sion as the tracks themselves were dis- 
mantled, the bridge floor cut up and re- 
moved in sections, as much as possible of 
the packing timber salvaged, new ballast 
dumped, and the track relaid. 

The dismantling of the bridge and the 
relaying of tracks 1 and 2 was completed in 
three.days, as was the work on tracks 3 and 
4. The efficiency of modern _bridge- 
removal methods and the demand for scrap 
made worth while this recovery operation ; 
otherwise the canal bed would have been 
filled in and the spans left in position. 
Much credit is due to the railway engineer- 
ing-staff for the minimum interference with 
traffic while the work was in progress 


ARGENTINA 


Institution of Civil Engineers 
At a meeting of the Buenos Aires Asso- 
ciation of the Institution of Civil Engineers 
on August 26 last, Mr. J. E. Sandham, 

B.Sc., M.Inst.C.E., Maintenance Engineer, 

Buenos Ayres Great Southern and Buenos 
Ayres Western Railways, read a paper on 
‘“Mechanisation as an Aid to Permanent- 
Way Maintenance.’”’ The Chairman of the 
Association, Mr. D. G. MacCormack, B.Sc., 
M.Inst.C.E., Chief Engineer, Central Uru- 
guay Railway, presided. 

Engineering & Transport Meeting 
On August 25 last, the members of the 
Centre of British Engineering & Transport 

Institutions in the City of Buenos Aires 
held a reception at the Plaza Hotel. This 
function replaced the customary annual 
dinner of the pre-war period, which has been 
suspended temporarily The  specially- 
invited guests were the British Ambassador 
Sir David Victor Kelly, K.C.M.G., M.C.; 
Captain H. A. Forster, R.N. (Naval At- 
taché) ; Colonel R. E. M. Russell (Military 
Attaché) ; Air-Commodore A. A. Walser, 
M.C., D.F.C. (Air Attaché); Mr. C. B. 
Jerram (Commercial Counsellor) ; and Mr. 
A. H. Marlow (H.M. Consul-General). The 
Chairman of the Buenos Aires Association 
of the Institution of Civil Engineers, Mr 
D. G. MacCormack, B.Sc., M.Inst.C.E., 
Chief Engineer, Central Uruguay Railway, 
who presided, welcomed the Ambassador 
and the other guests in a short speech in 
which he traced the growth and develop- 
ment of the Centre since its formation a 
little over twenty years ago, enumerated 
the various institutions affiliated to it, and 
explained the scope and nature of its 
activities. He stated that, after the war 
of 1914-19, it had been felt that some tonic 
was needed to build up and maintain 
British engineering traditions on the same 
plane as those of the mother country, and 
to see that the students had something 
approaching the same facilities for learning 
as those enjoyed by their fellows throughout 
the British Empire. Addressing the Ambas- 
sador, the speaker remarked that the career 
of the Centre had been followed with keen 
interest by Sir David Kelly’s predecessors, 
and that they trusted that the same kindly 
interest in their affairs would be continued 
by His Excellency. 

“In his reply, the Ambassador expressed 
his appreciation of all that Mr. MacCormack 
had explained of the strength and work of 
the Centre. He said that, although he had 
no technical knowledge, he had gained 
great confidence in the future of the heavy 
industries after a visit to plants in Liverpool 
and Manchester in June last year. _ The 
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managers of those plants had explained to 
him the great developments which had 
taken place in the engineering industry, 
and had assured him that there was no 
reason why those developments should not 
be applied with equal success to post-war 
business. 


TANGANYIKA 


‘New Road Service 

A new road service has been opened to 
the Southern Highlands by the Tanganyika 
Railways Administration. It is meeting 
with some initial difficulties, reported to be 
due to shortage of skilled drivers and 
mechanics, resulting in an abnormal number 
of breakdowns, but the scheme is promising 
on the whole. 

With a view to reducing vehicle shortage 
the Government has taken power to control 
all transport vehicles where this is con- 
sidered necessary. The Order hitherto 
applied only to the Southern Highlands. 
The Economic Control Board stated on 
August 27 that the supply position regard- 
ing motor tyres and vehicles was still 
acute, and that the shortage of vehicles was 
likely to prove the more serious of the two. 
All outstanding applications could not be 
met, but as vehicles arrived they would be 
allocated where they would make the 
greatest contribution to the war effort. 


SPAIN 


Constructional Progress 

Of the four sections of the Zamora- 
Corufia line, now being constructed by the 
National System of Spanish Railways, that 
between Santiago and Corufia was com- 
pleted and opened to traffic early in the 
present year. The other three sections are 
under construction, and progress is satis- 
factory. That from Zamora to Puebla de 
Sanabria, 108 km. (67 miles), the estimated 
cost of which is 42 million pesetas, is 
expected to be opened to traffic before the 
end of this year. The cost of the section 
from Puebla de Sanabria to Orense, 143 km. 
(89 miles), is estimated at 185 million 
pesetas, and that of the section from Orense 
to Santiago, 130 km. (81 miles), at 95 million 
The line is to be completed within 
two years. Single track only is being laid 
(of broad gauge) ; but all fixed works, such 
as bridges and tunnels, are being constructed 
to accommodate double track at some future 
date. Notable works include the Esla 
viaduct and the Padernelos tunnel; each 
is the longest of its kind in Spain. The line 


pesetas 


is being laid throughout with 45-kilo- 
gramme rails, each 18 metres in length, 


with 31 Spanish-oak sleepers to each rail 
length. Although the line is to be operated 
with steam locomotives, electricity is to be 
used for all other services, such as work- 
shops, lighting, and signalling, for which 
purpose mains are laid throughout for a 
3,000 V 142 kW supply. 
Cuenca- Utiel Railway 

The construction is nearing completion 
of the Cuenca-Utiel Railway. The length 
is 113 km. (70 miles), and only one section, 
29 km. (18 miles), remains to be completed. 
The latter is the most difficult and costly 
of the whole line, due to the broken nature 
of the country, which has rendered neces- 
sary the construction of three large via- 
ducts, those of San Jorje, Cabriel, and 
Narboleta. The line will form a link be- 
tween Cuenca and Utiel, and will provide 
through transit between Madrid and 
Valencia, saving a distance of nearly 100 km 
(62 miles). Over the new line the journey 
will take only some six hours, as compared 
with about ten hours by the present route 
via La Encina. 






























































































380 


THE RAILWAY GAZETTE 


The Threshold of a New Era in Transport 


A summary of some of 


the principal points 


made 


by 


Sir William V. Wood, President, L.M.S.R., in his inaugural 
address to the Institute of Transport 


S IR WILLIAM V. WOOD, in the course 
of his inaugural address to the Insti- 
tute of Transport delivered at the Institu- 


tion of Electrical Engineers, London, 
W.C.2, on October 12, said that for 
a body such as the Institute, war 
time conditions had been = difficult, 
ind = =the Institute had been fortu 
nate in having had Mr. T. E. Thomas 
ind Mr. J. S. Nicholl as its Presi- 
dents during the past four years; it 
was indebted to them and to Mr. Crews 


ind his staff for successfully adapting its 
activities to the varying conditions of 
those years. It was gratifying to find 
that the level of 5,000 members first 
attained in 1939 had not only been held, 
but had increased to over 5,300 at the 
close of last 

Referring to the contact he had main- 


session. 


tained with men of all ranks in the 
L.M.S.R service who had become 
prisoners of war, and with others who 


were serving with the Forces abroad, Sir 
William Wood commented on the fact 
that the most striking things in 
their letters was the desire to study trans- 
port subjects and to make themselves 
more proficient in their work when they 
returned. The resou the Institute 
had been of great value to them voca- 
tionally. 
Value of the Institute 

In the new world into which we wer 
moving, the value of the Institute to the 
all-important service of transport, so well 
foreseen by Sir George Gibb twenty-four 


one of 


ces of 


years ago, would be great. It was not 
easy to discuss satisfactorily the war 
period from which they were emerging. 
In July he had read a letter in The Times 


which very properly, praised the great ser- 


vices rendered to the nation by coastal 
vessels and their crews during the period 
of heavy bombing here, but it had gone 
on to refer to the dislocation of land 
transport in that _ period. In fact, 
throughout the whole of that period, in 
land transport had carried on, despite 
blackouts, alerts and bombs, and week 
by week it had moved a much greater 
traffic than before the war 

The epic story of the evacuation 
through Dunkirk by a host of large and 
small vessels, and the rapidity with which 
the army had been transported to its 
bases from the disembarkation points on 
the South Coast, was well known. Less 
was known of the many arrangements 
made to meet novel transport require- 


ments caused by bombing, or evacuation, 
or re-arming. Some of the members of 
the Institute might have read the com- 
ments of American observers, who had 
been impressed by the number of alter- 
native railway routes available here, due 
to the private enterprise which had pro- 
vided them, compared with the available 
routes on the carefully-planned Govern- 
ment-owned railways on the Continent, 
which, no doubt, were in accordance 


with the “ blue-print’’ of uniformity, 
but were lacking in versatility. That was 
only one illustration of the debt which 


the nation owed to the whole transport 
system of this country, not only during 
the period of heavy bombing, but 
throughout the war. It was a system (or, 
lack of system) which was pro- 
vided and developed by private enterprise 
to meet public requirements in times of 


to some, 


peace, and which with great elasticity 
and resource, had fulfilled all necessary 


calls on it in the time of greatest national 
need 
Public Ownership 

Sir William Wood went on to say that 
some prominence had been given to a 
statement by a member of the Govern- 
ment, urging that transport should be 
brought under public ownership, so as to 


ensure the maximum and most efficient 
service. The surprising remark had been 


added that controversy on this should be 
limited, as there was considerable agree- 
ment on it among politicians. Sir William 
would have thought that before there was 
agreement amongst’ politicians’ there 
would have been reasoned, practical con- 
sideration of the merits or demerits of the 
existing transport facilities from the view- 
point of the public which used them. 
Only then would it be possible to consider 
what further action should be required, 
and the form it should take. He did not 
believe in standing still, but he was a firm 
believer in weighing the facts before 
moving in a critical matter of this kind. 
Other forms of transport were not under 
the unique obligation of the railway com- 
panies to give an annual account of their 
stewardship to a court of law, so that the 
court could.report as to whether they had 
conducted their undertakings with effici- 
ency and economy, but from what he 
knew from the larger non-railway under- 
takings in Great Britain, the industry 
generally could do so if required. There 
could not be 100 per cent. efficiency in 
any progressive business, as almost any 
development carried with it the chances 
failure; but if a “‘ blue- 
introduced in an en- 


of success or 
print ’’’ were to be 


deavour to ensure success, it would kill 
initiative, and with it the spirit which 
had created the developments of this 


country in the last 100 years. 

Although there was much he would like 
to see done to improve the transport in- 
dustry in this country, he could not see 
them being done, or even the present 
standards being maintained, under State 
ownership or State management, respon- 
sible to Parliamentary control. Science 
had its place and an important one, but 
the day by day conduct of the various 
services of a comprehensive transport 
undertaking was an art which could not 
work properly to rigid rules either in war 
or peace, 


Special Demands on Railways 

It had been suggested that transport 
under State ownership would be a means 
to regulate the spread of capital outlay 
or to perform social services for nothing 
or at cheap rates. He had heard no sug- 
gestion that the Post Office, for example, 
should give free postage to certain speci- 
fied people; but the railways had been 
called on to undertake special works to 
relieve unemployment, tocharge low rates 
for shipment coal, and low fares for work- 
men. Subsidies to individuals through 
transport did not necessitate State owner- 
ship or management of transport. There 
was, however, clearly a proper limit, and 
if, for example, all fares were workmen’s 
fares, the business could not be self- 
supporting. 

In Great Britain, Sir William said, he 
could see three roughly distinct groups of 
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post-war problems: (1) The relations of 
the parts’of the transport industry to 
each other, and of the whole to transport 
users and the State; (2) those arising from 
the natural genius of the people in the 
industry to find new and better ways of 
conducting it; and (3) those arising from 
the effect of the war on transport require- 
ments at home, on the seas, and abroad 
On the first, he thought recent experience 


pointed to an easing of the acute differ- 
ences of, say, ten years ago, which had 


arisen in the main from the competition 
between the young road-motor transport 
industry and its older rivals. He thought 
the way was now clear for the adoption 
of complete equality as to charging 
powers, leaving the users of public trans- 
port free to choose the system of trans- 
port they preferred to use at a particular 
time; this would achieve a natural allo- 
cation of traffic between the various forms 
of transport, and would permit a system 
of correlated charges, not necessarily uni- 
form, agreed between the forms of trans- 
port. This in turn should lead to re- 
routing of various traffics, ‘‘ through”’ 
movements of both passenger and mer- 
chandise traffic by two or more forms of 
transport, and pooling all resources 
There was also a need for improved roads, 
docks, and canals, and these questions 
should not be considered in isolation, but 
in the light of transport needs as a whole 


Equality of Obligation 


Sir William did not doubt the desir- 
ability of regulations, laid down by Par- 
liament and applied by a tribunal, as to 


the reasonableness of facilities and 
charges, the permissible return on the 
capital employed, and the consequential 
accounting records, but he asked whether 
the time had not arrived when all forms 
of public transport should accept the obli- 
gations attaching to public services— 
publicity and measurement of _ their 
operations, and the access of their users 
to a simple tribunal as to the reasonable- 
ness of charges and facilities? He would 
like to see the creation of area joint bodies 
of users and the various providers of 
transport which would discuss matters ot 
common interest and endeavour to settle 
them by agreement. The criticism no 
doubt would be made that co-operative 
action on these lines would mean <¢ 
poly and would cause undue profits and 


mono- 


lack of enterprise, but against this he 
held that profits should be subject to 
limits settled by Parliament and _ that 


there should be competition in service 
Amalgamation gone too far 

He recalled that ten years ago he had 
given his Presidential Address to the 
Railway Students’ Association of _ the 
London School of Economics and he had 
then expressed the opinion that the pro- 
cess of railway amalgamation under the 
Railways Act, 1921, had gone too far. 
He had dealt then at some length with 
the disadvantages in reduction of local 
contacts and the vigilance required to 
avoid the circumlocution and red _ tape 
which was a danger in all large organisa- 
tions. He still thought the same after the 
passage of ten years, and that the bus 
industry was wise in organising its bust- 
ness in areas smaller than those settled 
for railway purposes. On the L.M.S.R. 
the war had delayed certain decentralisa- 
tion which would have devolved 
more responsibility to area managers, 
subject to central standards, and he hoped 
they would go forward when the condi- 
tions due to the war had passed. 

Sir William Wood went on to deal with 
matters concerned with the technical eff- 
ciency of the industry and recalled some 
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of the great advances of recent years. He 
doubted if anyone who had seen the early 
days of the pneumatic tyre and _ the 
motorcar had foreseen the great technical 
advances which had produced the vehicles 
now accepted as a matter of course. No 
one would be rash enough to say that 
finality had been reached and the great 
strides in the design and methods of 
production due to the war in aircraft en- 
gines were bound to have their effect on 
the future design of all internal-combus- 
tion engines. There had been great 
strides also in the design of the internal 
parts of the steam locomotive, and the 
diesel-electric locomotive was now playing 
, distinct part in this country in shunt- 
ing work. The greatest advance from the 
economy aspect of locomotive and rolling 
stock generally had been in the method 
of construction, in methods of repair, and 
n the rearrangement of engine sheds. The 
results on the L.M.S.R. illustrated this 
ind showed an increase of 24 per cent. 
between 1923 and 1938 in the miles run 
per locomotive. 

There had been similar strides in the 
shipping industry in design and methods 
ff construction, in the economy of engine 
power, in passenger comfort, in refrigera- 
tion and ventilation, and with them dock 
ind warehousing equipment had kept 
pace In all forms of transport new 
developments in the use of electricity for 
lighting, as a means of motion, and in 
welding, had been great. The vast. tech- 
ical strides in the ‘construction and 
eration of aircraft before the war had 
not had their recompense on the economic 
side but they had been of great value to 
the nation in 1940 and since. The future 

1ir transport, at least for overseas pur 
poses and difficult overland purposes, was 
ssured 

Research and Cost Analysis 

More than ever it was necessary in the 
levelopment of the transport machine of 
the country to engage in organised, syste 
natic, and carefully-recorded research to 
intain and improve efficiency. He in- 
luded not only scientific research in 
hhysical and chemical laboratories, but 
ilso cost analyses and the comparison of 
esults in offices which ‘‘ back-checked ’”’ 
the merits of the new compared with the 
Id. The detailed analysis and compari 
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son of each cost factor, including interest 
on capital and rent, in a number of places 
for such things as the construction of 
wagons, garaging of buses or locomotives, 
and so forth, were all illustrations of the 
comparisons which isolated the parts 
which cost most even where the detailed 
cost was least and _ pointed to better 
methods. The locomotive economies he 
had mentioned had not been achieved 
by rule-of-thumb methods but by heavy 
expenditure on_ statistical and _ cost 
records, coupled with technical research 
which had paid for itself many times 
over. 


Capital and Labour 


Turning to the net product of the in 
dustry and its division between those em- 
ployed and those who had provided the 
capital, Sir William Wood said that thei1 
interests, if not one, were common. He 
knew of the theory of those who con- 
tended that there was something like im 
morality in any return to those who took 
the chance of gain or loss in investing 
their savings as capital to drive the 
machinery of production and distribution. 
He had not seen this simple theory ap- 
plied in this country to those who pro- 
vided the capital for the activities of the 
central or local governments, or who 
deposited their unspent savings in the 
Post Office and other savings banks, be- 
cause, perhaps, that would have implied 


a total state which owned everything. 
He thought the theory of a total state 
would not be adopted here, but that 


owners would be entitled to earn a reason- 


able return on capital employed in the 
business, having regard to the risks in- 
herent in it. Linked with it was the 
remuneration of labour which included 


not merely the rate of payment but the 
whole of conditions attached to the em- 
ployment. Both sides had been to blame 
for many of the antagonisms which had 
existed. It was rare now to find work 
people destroying a new mechanical de- 
vice because it destroyed the direct 
labour on a process, or an employer who 
took the whole of the gain of mechanisa- 
tion after meeting its cost. Could it not 
be hoped that, in the difficult times when 
the peace had to be won, on both sides 
there would be the utmost desire to 
ensure the prosperity of the transport 


381 


industry and for both sides to discuss 
their affairs on the basis of disclosed facts 
alone. 

Post-war Changes 

Dealing with the post-war change in 
the service the industry would have to 
perform, Sir William Wood explained 
that the mere advances in the technique 
of productive methods which the war 
had created were bound to cause many 
changes in the conditions and location of 
industry. He instanzei2 velopments in 
plastics; the many things wrapped up in 
the word ‘“‘ radio-location ’’; in the con- 
structional methods in engineering pro- 
cesses and in building; rubber substitutes 
and _ reclamation; pipelines; synthetic 
petrol; and even discoveries in coal con- 
servation, and substitute metals, and 
woods caused by short supplies. 

War needs had also quickened greatly 
recent developments in preserving food- 
stuffs and in reducing their bulk in desic- 
cation or dehydration to save transport 
space in ocean steamers. The war had 
caused many changes in the bulking of 
general merchandise which had reversed 
the steady pre-war tendency towards ever 
diminishing smaller consignments; on the 
other hand, retail sales had been in 
smaller quantities and deliveries by 
vehicles from shops had been greatly re- 
duced In many cases no doubt these 
were temporary changes, but some would 
remain. How long would rationing of 
food and other commodities remain? How 
long would it take to effect the replace- 
ment of the machinery of transport in 
general, which had not only fallen behind 
but had been subject to greater wear and 
tear during the war? These were some 
of the questions they could all ask, but 
could not yet answer, as they were bound 
up in so many factors not yet known. 
They all affected the future needs of the 
country for transport and the services 
which they would have to perform. To 
aid in the solution of these problems and 
to aid in adapting the transport services 
of the country to the changes _ before 
them, was the chief function of the Insti- 
tute of Transport, which was approaching 
its twenty-fifth birthday. It had reached 
maturity and it would, he was confident, 
achieve the result which its founders had 
foreseen. 








From Steam to Electric Traction 


Ph 





H. M. Madgwick 


A comparative study in steam and electric of three well-known Southern Railway trains at London Bridge Station. 
They are (left) the 5.8 p.m. to Eastbourne, the 5 p-m. to Brighton, and the 5.4 p.m. to Worthing in 1932, and 


(right) their electric counterparts just before the war 
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(See article on opposite page) 


Fig. 1—Details of the main-line concrete sleepers so far laid on the Southern Railway. 
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Use of Concrete Sleepers 
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and Steel Sleepers on the 


Southern Railway 


Some details of experience and practice on the Southern Railway 
which were the subject of brief mention by Mr. George Ellison, 
Chief Engineer, Southern Railway, in his paper before the 


Railway 


Engineering Division 


of the Institution of Civil 


Engineers in January last 


N his paper dealing with the modern 
trend of railway engineering practice, 
read before the Railway Engineering 
Division of the Institution of Civil Engineers 
on January 19 (an abstract of which 
appeared in our issue of January 22), Mr. 
George Ellson, C.B.E., M.Inst.C.E., Chief 
Engineer, Southern Railway, suggested as 
one of several directions suitable for further 
progress that an alternative material to 
timber for railway sleepers might be found 
which would allow of general use without 
the limitations which at present applied to 
steel or concrete sleepers. In the following 
article is given a brief summary of the 
experience and practice on the Southern 
Railway with concrete and steel sleepers. 
Under normal conditions the timber for 
the great bulk of the sleepers used on the 
railways in this country is imported, and in 
of the obvious difficulties which exist 


view 

during wartime much attention has been 
given to the employment of concrete 
sleepers, and many thousands of such 


sleepers are now in use 

Early experience with reinforced concrete 
sleepers proved unsatisfactory, and some 
which were laid in the old South Eastern & 
Chatham Railway main line in 1912.became 
shattered and had to be removed after 
approximately 5 years’ life. In the year 
1929, however, a number of trial sleepers 
ast at the Southern Railway’s concrete 
depot with 1: 14:3 concrete (unvibrated) 
and reinforced with four ?-in. main bars, 
were laid in the main line between Exeter 
und Plymouth. These are still in good con- 
dition after 14 years’ life (see illustration) 
and no attention has had to be paid to the 
spike and trenail fastenings which are still 
holding very firmly. The speed of trains 
over the track at this point, however, does 
not generally exceed 25 to 30 m.p.h. 

With the outbreak of war the question of 
the possible employment of concrete 
became important, and various 
designs of sleepers and sleeper blocks were 
prepared and tried out. These were first 
used in sidings ; the pairs of sleeper blocks 
were interspersed at varying intervals with 
through sleepers according to the class of 
traffic passing thereover, and no difficulties 
have arisen in connection with them. 

rhe type of sleeper at present used fo1 
6 in. long, 10 in. wide at the 
base and 5% in. deep, reinforced with eight 
¢ in. dia. main bars; sleeper blocks are 
« it. long, | ft 3 in. wide and 54 in. deep, 
reinforced with a light framework of } in. 
They are both cast with 1: 14:3 
concrete, generally vibrated, and are holed 
lor various types of serviceable chairs as 
required, with either spike and _ trenail 
fastenings or serviceable chair-screws in 
ement mortar. The weights of these 
Sleepers and blocks (unchaired) are about 
390 Ib. and 130 Ib. respectively. They are 
Manufactured principally at the company’s 
Main concrete depot, and also at two sub- 
Sidiary block-casting depots which have been 
established ; the total output of blocks is 
ove 10,000 ’ month Siding-type 
Sleepers have been purchased mainly from 
contractors 

Sidings on the straight or on easy curves 
are laid with one transverse sleeper alternat- 


sleepers 


sidings is 7 ft 


dia rr d 








ing with two pairs of blocks, as is shown in 
one of the accompanying illustrations ; on 
sharper curves sleepers and blocks are used 
alternately, or blocks omitted altogether 
In some cases it is more expedient to use 
serviceable wood sleepers interspersed with 
pairs of concrete blocks, as for example, on 
unstable ground or when reconditioning 
existing sidings 

Where traffic is faster or of greater inten- 
sity, such as in reception roads and sidings 
which could be used as relief roads, the 
whole of the concrete sleepers used are of 
the through type 

As a precaution against ‘‘ middle-bind- 
ing,’ the ballast (generally ashes or stone 
dust in sidings) is at first left with a shallow 
‘dish ’’ in the 4-ft. way. As soon as the 
sleeper beds have consolidated, however, 
the ‘dish ”’ is filled in, because if left it 
would constitute a potential danger to 
shunters in the blackout 

So far, some 25,000 sleepers and 78,000 
blocks have been laid in sidings on the 
Southern Railway system, and a further 
6,000 sleepers of the siding type and 30,000 
blocks have been delivered. In view of the 
results obtained, the strength of the sleepers 
was developed so as to enable them to be 
used under fast and heavy traffic conditions, 


and trial sections of permanent way laid 
with them are now under careful obser 
vation. 


The main-line sleepers so far laid in are 
8 ft. 6 in. long, 10$ in. wide at the base, 
and 6 in. deep, holed for chair bolts ; they 
are cast with 1: 14:3 vibrated concrete, 
and. reinforced with six } in. dia. and six 
f; in. dia. bars, and wéigh about 540 Ib 
unchaired. (Fig. 1). 

For testing the sleepers, a special machine 


was devised, which is illustrated. It will 
be seen that it consists of a steel frame 
constructed of sectional material. The 


sleeper to be tested is slid underneath two 
short lengths of rails welded to the top 
horizontal member of the apparatus, and 
the load is applied by a 100-ton hydraulic 
jack fitted with a pressure gauge, and 
resting on the bottom horizontal member 
Intervening short lengths of joists between 
which are laid transverse rollers enable 
any given pressure to be applied through 
the medium of shallow trays of granite 
chippings to various areas on the underside 
of the sleeper, corresponding to varying 
conditions which may be met with under 
traffic ; for-instance, the pressures applied 
to the sleepers may be so adjusted that the 
axle-load would be distributed either over 
the full length of the sleeper, or over short 
bearing lengths directly under the rail, or 
again the conditions under which a sleeper 
which is “ middle-bound ”’ could be repro- 
duced. Results of tests on six sleepers are 
shown in Figs. 2 and 3 

One of the illustrations shows the sleeper 
being subjected to pressure directly under 
the rail bearings, and the deflection of the 
sleeper is recorded on the deflectometers 
which are shown in the photograph, one at 
the centre of the sleeper and two more 
directly under the short lengths of the rail 
on each side of the sleeper. 

As a result of experience in the track, 
the design has since been modified ; the 
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length has been reduced to 8 ft., and the 
reinforcement altered tc four % in. dia. 
(or $ in. square twisted) bars and four 
is in. dia. bars; some of the sleepers of 
this type now in course of manufacture are 
holed for S.1.X chairs with two through 
bolts and others for S.1 chairs with three 
spikes and trenails. 

Up to the present over 5,000 concrete 
sleepers have been laid in running lines 
on the Southern Railway (representing 
about 24 miles of track), and a further 
13,000 have been delivered or are in course 
of production at the company’s principal 
depot and by contractors. They are bedded 
on } in.-? in. chippings and boxed up with 
standard ballast. 

A length of fast-running main line laid 
with concrete sleepers is shown in one of 
the illustrations herewith ; another gives 
a closer view and also shows one of the 
modern-type joints now in use on the 
Southern Railway which eliminates pound- 
ing and noise at the joints. 

The section illustrated has been track- 
circuited for trial purposes, and during the 
first seven months no failure occurred, but 
during an exceptionally heavy rainstorm 
on July 31 the resistance became reduced 
to such an extent as to render the track 
circuit inoperative. It should be pointed 
out, however, that the chair fastenings are 
of the through bolt type, and if fastenings 
of the screw type were used breaking down 
of the track circuits might be obviated. 

This length of track, which extends con- 
tinuously for about 2,000 yards, has been 
in service since January, 1943, and carries 
traffic with unrestricted axle loads, subject 
only to the usual wartime restrictions as to 
maximum speed. 

Some very minor defects have appeared 
in a few of these sleepers and these are 
being watched carefully, but they are 
standing up to the work very satisfactorily 

Concrete sleepers in which the reinforce- 
ment is pre-stressed have been evolved but 
are not at present on the market in large 
quantities. The pre-stressing of the steel 
results in considerable diminution of the 
amount of reinforcement required, and as 
they become available the development in 
the use of such a type will be watched with 
considerable interest. Unfortunately, only 
a few are under trial on different railways 
at present 


Steel Sleepers 
At the present time, of course, it is quite 
impossible to obtain steel sleepers, but 
under post-war conditions it is more than 
likely that interest will again be centred 


on them. They were first introduced 
nearly 60 years ago and have been used 
extensively in tropical countries where 


conditions inimical to the employment of 
timber exist, as, for instance, their de- 
struction by white ants. Even where such 
trouble is not prevalent the long life of a 
steel sleeper compared with wood is an 
important consideration, particularly in 
countries where timber has to be imported, 
and many designs have been evolved with 
a view to ensuring sufficient stiffness with- 
out excessive weight, and incorporating a 
suitable method of holding the rail in place 

The first steel sleepers to be used in 
Southern Railway tracks were laid by the 
L.S.W.R. in 1921. They were of the 
Sandberg type, consisting of an _ in- 
verted pressed-steel trough 8 ft. long, 11 in. 
wide at the base and 2 in. deep (excluding 
the rib on the top surface) Lugs are 
pressed up out of the surface to form chairs, 
and the openings so made are bridged by 
rolled steel-bearing plates on which the 
rails are seated 

The original sleepers weighed 
complete with two bearing plates ; 


156 lb. 
the 
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Figs. 2 and 3—Results of tests on six sleepers made by means of the testing machine illustrated on page 385 


depth was subsequently increased to 24 in., 
raising the weight to 168 lb., and in the 
latest design the thickness of the trough 
was increased from in. to 3 in. and the 
weight was increased to 191 lb. (See illus- 
tration). 

A more recent type (adopted by the 
Southern Railway in 1931) is the United 
Steel Companies Type 2A. This is also 
shown and consists of a pressed steel 
trough 8 ft. 6 in. long overall, 11} in. wide 
and 23 in. deep, having a thickness of 3 in 
In this case pressed-steel chairs are welded 
to the sleeper, which is specially indented 
to receive them. The weight of this 
sleeper is 196 lb. Altogether about 128,000 
Sandberg and _ 71,000 United Steel 
Companies Type 2A steel sleepers 
have been laid, representing a total of 
about 94 miles of track. 

Although wood keys were originally 
tried with the earlier sleepers they were 
not entirely effective in preventing rail 
creep, and steel keys were, therefore, 
adopted, with satisfactory results 

The steel sleepers are generally bedded 
on | in. or ? in. stone chippings and packed 
by shovels or tamping machines. Once 
the ballast has consolidated no difficulty 
is normally experienced in keeping the 
track well aligned. 

Although they are not suitable for 
electrified lines or where track circuits 
exist, they are giving good service else- 
where. They have not been in use long 
enough to enable an opinion to be formed 
as to their expected total life, but as an 
example, steel sleepers which;had been in 


the main line for 14 years and which then 
had to be removed because of electrification 
proposals, were found to be in excellent 
condition and were, therefore, relaid else- 
where and are still in good order after a 
further 6 years. 

Moreover, certain lengths of track would 
already have been due for spot resleepering 
had wood sleepers been used, and the 
benefit of using steel sleepers is thus being 
reaped at a time when the timber shortage 
is acute. 

In order to ascertain the rate of corrosion 
of these sleepers a comprehensive series of 
weighings is in hand. The following table 
gives a summary of the average loss of weight 
as obtained from a number of such weigh- 
ings to date : 

Average 
loss of 


weight to 
date (Ib.) 


2,030 No 


weighings 
«+ 35,482 8 
--» 30,117 
. 23,596 
578 


36,369 
650 


10,496 
26,666 
16,710 


Number 
laid in 


Year 
laid in Type 


1921-23 Sandberg 156 lb.*... 


1929 168 Ib.*... 
1930 ‘i on 
1931 a 191 1b.*... 
United Steel Type 2A 
Sandberg 191 Ib.* 


Dorman Long 


United Steel Type 2A 


* Weight including two bearing plates 


Of the above, 7,840 have been removed 
from running lines; 60 per cent. due to 
electrification, track circuiting, or altera- 


tions to layouts, and 40 per cent. to deteri- 
oration or defects. Of these 4,029 have 
been re-used in sidings, and of the re- 
mainder 3,156 are available for re-use. 








PaPpER-BASED Prastics.—The  non- 
shrinking and non-warping qualities of 
paper-based plastic make it an ideal sub- 
stance from which to manufacture con- 
tainers for equipment which has to stand 
up to variations of temperature. Among 
articles in which it is used are containers 
for anti-malaria equipment and _ first-aid 
outfits for the Services; transit boxes for 
the Oxford Vaporiser, which is being used 
in many parts of the world, and must 
stand up to variations of climate; and 
boxes for the Army’s pack-radio_bat- 
teries. Gap-measuring equipment used 
by the Army for measuring distances to 
be bridged, also is encased in a_ papef- 
based plastic container. Land-mine de- 
tectors are made mainly of this material. 
Every application of paper-based materials 
places an increasing strain on our stocks 
at a time when collections of waste papet 
for the country as a whole are some 2,000 
tons a week below requirements. Economy 
in the use of paper also is essential. 


TRANSPORT STRIKES IN COLOMBIA.—A 
number of strikes has taken place on the 
part of employees of public-transport 
services in Colombia. A Presidential 
Decree states that these particularly affect 
Caldas, in which province a state of siege 
has been declared. 
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Length of fast running main line laid with concrete sleepers 
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More recent type of steel sleepers with pressed-steel chairs welded to sleeper 


"N THE SOUTHERN RAILWAY (See article on page 383) 
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Electric Traction Section 


Electric Railway Traction—III* 


Substation switchgear and methods of supplying 


current to trains 


By C. E. Fairburn, M.A., Acting Chief Mechanical Engineer 
& Electrical Engineer, L.M.S.R. 





N the last few years much development 
has been made in the high-tension 
switchgear used for connecting o1 dis- 
connecting the high voltage lines coming 
into the distributing stations and into the 
substations Although the switching con- 
tacts are at present generally opened and 
closed in oil, which quenches the arc formed 
when the switch opens under load, the 
tendency appears to be towards types 
which use a minimum of oil or in which an 
air blast is used for extinguishing the arc 
In the minimum-oil type of breaker, when 
the contacts open, a jet of cold oil is forced 
in the gap between the contacts to quench 
the arc. With the air-blast type of breaker 
the arc between the contacts is actually 
blown out by air under a pressure of about 
60 lb. per sq. in. 

Most of the breakers on traction lines 
in this country are still of the type where 
the contacts are in a large tank of oil and 
they have worked successfully for a number 
of years Although the risk of fire or 
explosion in traction substations is not very 
great with these breakers, naturally, if the 
oil can be eliminated altogether, or reduced 
in quantity, this risk is minimised. Further, 
the newer types of breaker take up less 
room, as shown by the accompanying illus- 
trations of older and more recent standard 
outdoor types of gear used by the Southern 
Railway. On the direct-current side some 
form of automatic circuit-breaker has to 
be provided so that trouble outside the 
substation shall not subject the converting 
plant to excessive loads. In the early days 
this circuit breaker was of a type which 
would now be considered as slow speed ; the 
circuit was interrupted in about 1/10th of 
a second, but this period, although short, 
Was sometimes sufficient for serious damage 
to be done to the rotary converters. Later, 
however, a high-speed type was developed ; 
this can interrupt a circuit in about 1/100th 
ofasecond. With this speed of interruption 


* Abstracts from a Faraday Lecture. Part I was 
published in our issue of August 20, and Part II in 
our issue of Septembr 17 
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even a severe fault on the track is cut off 
so quickly that no damage occurs to plant 
in the substations. 

In the days of the manually-oy rated 
substation, that is, before the met. od of 
controlling substations from outsid was 


developed, the practice was to put * veral 
machines in one substation so that they 
could be controlled by one group of :tten- 
dants. However, since the remotely- 


controlled mercury-are rectifier came into 
use, there has been no need to put many 
units in one substation ; consequen ly, a 
new arrangement using single-unit sub- 
stations has been developed. In other 
words, instead of using large subst. tions 
containing some two, three, or four units, 
it is now possible to have a greater number 
of substations, each with one converter 
unit only, all remotely controlled from a 
central point This has the advantage 
that the voltage drop on the track conductor 
system is reduced ; all units are constantly 
in use, and no standby sets in the ordi- 


narily accepted sense are necessary It 
marks a definite step forward in traction 
practice. 


In all substations the energy transformed 
by the rotary converters or rectifiers is 
taken to a set of copper bars called bus- 


bars, and from these busbars there is a 
number of outgoing connections called 


feeders, depending on the arrangement of 
the track to be supplied. Today it is 
standard practice to put a_ high-speed 
breaker in each feeder circuit. These 
breakers are set to a lower interruption 
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yalue than the converter breakers and so, 
if there is trouble on any particular part 
of line, the circuit breaker on the feeder 
for that part will open, leaving the con- 
yerte~ still connected to the busbars and, 
as the other feeder breakers will remain 
close’, power is cut off only from the section 
which is in trouble. This arrangement is 
shown in the accompanying diagram which 
shows also a track sectioning cabin by 
means of which the length of line affected 
bv a fault is still further reduced 
‘The three commonly used track con- 
ductor systems may be classified as (a) 
third rail, (b) third and fourth rail, (c) over- 
head. The third rail system consists 
simply of a rail very similar to the running 
rail, but flat bottom for easy erection, 
mounted on insulators usually alongside 
but sometimes between the running rails ; 
from this the current is picked up by shoes 
mounted on the trains. Every electric 
circuit has to be, as it is named, a circuit, 
that is, the current must have an outgoing 
path from the substation and also a return 
path With the third rail system, the 
return is obtained by using the running 
rails. The fishplated joints in these rails 
have a high electrical resistance, and to 
overcome this the rails are bonded with 
copper links. For the same reason, the 
joints of the third rail have to be bonded. 
With the third- and fourth-rail system, yet 
another rail is installed along the track, 
usually between the running rails, and is 
used for the return current. This is 
mounted on insulators and bonded in 
exactly the same way as the third rail. 

With the overhead system a _ copper 
conductor known as the trolley wire is 
suspended over the track from a support- 
ing wire held by insulators mounted on 
steel structures, and the return circuit is 
made through the running rails in exactly 
the same way as with the third rail 
system 

Various forms of third rail are in use; 
there is the over-running type, the under- 
running type, and the side-contact type. 
\ diagram shows these various arrange- 
ments. The over-running type is common 
in this country and can be seen in various 
places, including the Tyneside lines, those 
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Standard substation of modern type on the Southern Railway. 
The illustration at the beginning of this article is of a type 
standard some years ago 


around Liverpool, the Euston-Watford line, 
the Southern lines, and on the Under- 
ground. The under-running type is used 
in some countries and has the great ad- 
vantage of being relatively immune from 
snow and frost troubles, but it is expensive 


to instal. The side contact type is used 
on the Manchester-Bury line with a 1,200 
volt supply and it, too, is free from troubles 
due to snow and ice, but again it is ex- 
pensive. 

(To be continued) 














High-Speed Traction Motors 


JP to the present time the d.c. traction 
motor used on railways generally has 
been of the axle-hung type, very similar 
to that in common use on tramcars. The 
development of the trolleybus and the 
petrol-electric road vehicle led to the 
introduction of faster-running and more 
compact traction motors. The new high- 
speed type of motor is finding application 
in light diesel-electric railcars but gener- 
illy its characteristics and potentialities 
ire little known to railway engineers, so 
that the question of its wider application 
in the railway field cannot have received 
much attention as yet. For an instructive 
comparison between the older and the 
newer types of traction motor reference 
may be made to a paper by Mr. C. A. 
Atwell of the Westinghouse Electric & 
Manufacturing Company entitled ‘‘ High- 
Speed Traction Motors.’’ This was pub- 
lished in the July 1943 transactions of 
the American Institution of Electrical 
Engineers. Brief reference is made here 
to outstanding points in this paper. 
Hitherto armature speed has_ been 
limited by the type of gearing used; the 





single reduction gearing used with axle 
hung motors cannot be made for ratios 
over 6 to 1 and the usual figure is 5 to 1. 
By departing from the axle-hung arrange 
ment it is possible to employ a_ higher 
ratio up to any figure desired. The size 
and weight of an armature are approxi- 
mately proportional to the torque and 
this, for a given horsepower, can be 
reduced if the speed be increased so that 
armatures can be correspondingly smaller. 
The field structure can be reduced in pro 
portion, with the result that the high- 
speed traction motor weighs less than one 
half of the equivalent machine of stan- 
dard type. The higher speed gives im- 
proved ventilation so that the continuous 
rating may be from 80 to 90 per cent. of 
the one-hour rating instead of only 60 to 
75 per cent. The saving in copper used 
for windings is important for its own 
sake but it gives the further advantage of 
diminished resistance losses in windings. 


The high-speed motor shows a_ higher 
efficiency under heavy load conditions, 
though at the highest speeds iron and 


friction losses become predominant; these 


are rather more in the high-speed motor 
than in one of normal design. High speed 
improves commutation because it enables 
a reduced number of armature conductors 
to be used. 








SWEDISH ELECTRIFICATION PROPOSALS.- 
In connection with the policy of railway 
electrification in Sweden, the State Rail- 
ways administration has issued a report 
to the Government in which conversion is 
proposed of the following 4 ft. 84 in.- 
gauge lines from steam to electric traction: — 


Miles 
(approx.) 

SOUTHERN SWEDEN 
Boras-Alvesta-Emmaboda ois 150 
Emmaboda-Karlskrona 40 


Emmaboda-Kalmar es a te 5a 40 
NORTHERN SWEDEN 


Boden-Karungi-Haparanda ia 100 
CENTRAL SWEDEN 
Séderhamn-Kilafors a“ ae 20 


The Railway Board has ordered an in- 
vestigation into the suitability of electrify- 
ing the lines Gavle-Harnésand (about 170 
miles) ; Harnésand-Langsele (about 70 
miles) ; and Ljusdal-Hudiksvall (about 
35 miles). The lines are of 4 ft. 84 in. gauge, 
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Scenes on the Philippine 
Railways 


(A sketch map and brief description of 
these railways was included in our 
August 27 issue, pages 215-6) 


Right: Front view of new station at 
Legaspi, Albay, with Mt. Mayon in 
background. This station is_ the 
terminus of the main line to the south 


Rear view of old dilapidated station New type of flagstop shelter at Enlarged station at Banka Banka, 
building at Paniqui, with adjoining Masili, between Pansol and Los Pagsanjan branch, showing — typical 


canteen Banos, on the main south line small branch-line station 


New station at Paniqui, on the main line to the north, Railcar in new station at San Jose, Neuva Ecija, the terminus 
of the new Tarlac-San Jose branch line 


showing long platform and shelter 
lency ¢ 
i¢ has 
sutton 
vith th 
he join 
Lastle 
lanada 
Office 
Hudson 
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New incoming freight shed at Manila, showing second 


Re-modelled station at San Fernando, Pampanga, an 
floor yardmaster’s office at north end 


important junction to the north of Manila 
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RAILWAY 


PERSONAL 


We regret to record the death on Octo- 
ber 11, at the age of 75, of Sir Guy Granet, 
G.B.E., a Director (formerly Chairman) of 
the London Midland & Scottish Railway 
Company, and a Director of many other 
companies, and formerly General Manager 
of the Midland Railway (see editorial note, 
page 373). 


Mr. John Storer Nicholl, C.B.E., Director 
& Chief Executive Officer of McNamara & 
Co. Ltd., who is relinquishing the Presi- 
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was appointed Chief Executive Officer of 
the company. He has been a member of 
the Transport Advisory Council since its 
inception in 1934. He served on the small 
expert committee appointed by the Minister 
of Labour to consider and give advice on 
the setting-up of wages machinery under 
the Road & Rail Traffic Act, 1933, and later 
became a member of the National Joint 
Conciliation Board for the Road Motor 
Transport Industry. In 1938, he was a 
member of the McLintock Committee 
appointed to inquire into public transport 
in Northern Ireland. Mr. Nicholl has 








NEWS SECTION 


Sir William Valentine Wood, President of 
the Executive, London Midland & Scottish 
Railway, who, as recorded in our May 28 
issue, is President of the Institute of Trans- 
port for the session 1943-44, was born on 
February 14, 1883. He was educated at 
the Methodist College, Belfast, and entered 
the Accountant’s Department of the former 
Belfast & Northern Counties Railway in 
1898. This undertaking was acquired by 
the Midland Railway of England in 1903, 
and he continued to serve in the Account- 
ant’s Department of the Northern Counties 
Committee of that railway. When the 





Mr. J. S. Nicholl 


Chief Executive Officer, McNamara & Co. Ltd., 
President, Institute of Transport, 1941-43 


lency of the Institute of Transport, which 
i¢ has held since 1941, was educated at 
sutton Valence and became associated 
‘ith the transport industry in 1904, when 
i joined the office staff of the Union- 
astle Line. Subsequently, in western 
anada, he served for a short period as 
fice Manager to the Chief Engineer of the 
fudson Bay & Pacific Railway, and after- 
vards qualified as a chartered accountant 
and practised in Saskatchewan and Alberta. 
Vuring the war of 1914-19, he served on the 
‘aff of the Auditor & Controller of the 
imperial Munitions Board, Ottawa, and 
Wentually was appointed Deputy Auditor 
Controller, In 1920 he joined Sir Maxwell 
Hicks, then acting as Receiver & Manager 
{McNamara & Co. Ltd., and served as 
hief Accountant until shortly after the 
teonstruction of the company in 1921, 
vhen he joined the firm of Maxwell Hicks 
t Company, chartered accountants, which 
im manages McNamara & Co. Ltd., and 


played an important part in the wartime 
organisation of the road haulage-industry, 
having served as a member of the Road 
Transport (Defence) Advisory Committee, 
and subsequently on the Standing Joint 
Committee of Road Hauliers’ National 
Organisations, the Road Haulage Consulta- 
tive Committee, the Road Haulage (Rates) 
Consultative Committee, and the Road 
Haulage (Operations) Advisory Committee. 
He is a member of the Committee on Emer- 
gency Conversion of Motor Vehicles to 
Producer Gas and the Committee on Alter- 
native Fuels for Internal Combustion 
Engines. Mr. Nicholl is the author of a 
number of papers on matters of road- 
transport interest, and was awarded the 
Institute of Transport (Road Transport) 


Gold Medal for the 1934-35 session. He 
served as a Member of Council of the 
Institute of Transport, 1934-37, a Vice- 


President, 1937-40, and a member of the 
Executive Committee from 1939. 


President, 


Sir William Wood 
President of the Executive, L.M.S.R., 


Institute of Transport, 1943-44 


Government took control of the Irish rail- 
ways in 1917 he was appointed Secretary, 
and later a Member, of the Railway 
Accountants Committee set up by the Irish 
Railway Executive Committee. On the 
formation of the Ministry of Transport in 
1919, he was transferred to London as 
Director of Transport (Accounting) and in 
1921 became Accountant to the Ministry. 
In 1924 he returned to railway service as 
Assistant to the Accountant-General of the 
L.M.S.R., and was appointed Controller of 
Costs & Statistics in 1927, which position 
he vacated in 1930, to become Vice-Presi- 
dent, Finance & Service Department. As 
Senior Vice-President of the Executive of 
the L.M.S.R., he was created a Knight 
Bachelor in the Coronation Honours List 
in May, 1937. Sir William Wood became 
President of the Executive, L.M.S.R., in 
1941. On numerous occasions he has given 
evidence on behalf of all the main-line rail- 
way companies before Parliamentary com- 
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mittees, the Railway Rates Tribunal, and 
the National Wages Tribunal. He is an 
authority on railway finance, and, in colla- 
boration with the late Lord Stamp, was 
responsible for the preparation of the small 
volume, ‘‘ Railways,’’ in the Home Univer- 
sity Library. From 1926 to 1936 he was a 
member of the Railway Statistics Com- 
mittee, of which he was Chairman from 
1930 onwards. He served as Chairman of 
the General Managers’ Conference, Railway 
Clearing House, for 1933, and again for 
1937. In 1930 he was elected Honorary 
Librarian of the Institute of Transport, and 
he became a Vice-President four years later ; 
he was a Member of Council for the years 
1929-30 and 1932-33 In 1937 he was 
appointed to the Executive Committee of the 
Decimal Association On September 1, 
1939, the Minister of Transport made an 
Order taking control of all the principal 
railway-undertakings in Great Britain, and 
appointed the Railway Executive Committee 
to be his agent for the purpose of giving 
directions under the Order. Sir William 
Wood was one of the original members of 
that committee, and has taken a prominent 
part in its deliberations 


Mr. R. P. Beddow has been appointed 
a Director of Ribble Motor Services Limited 
and of Blackpool Omnibus Stations Limited, 
in the place of Mr. Sidney Garcke, who has 
resigned. Both undertakings are members 
of the British Electric Traction group of 
bus companies. 


Mr. Joseph Percival Meadows has retired 
from the position of Stores Superintendent, 
Great Southern Railways (Eire). He was 
educated at St. Mary’s College, Dundalk, 
and entered the service of the former 
Great Southern & Western Railway as a 
junior clerk in the General Stores Depart- 
ment at Inchicore in 1901. After fifteen 
vears in the Accounts Section he was trans- 
ferred to the General Section, and later was 
appointed Chief Clerk, which position he 
retained on the amalgamation. He was 
appointed Assistant to Mr. F. G. Prideaux, 
then Stores Superintendent, in 1930, and 
a year later succeeded him in that position. 
Mr. Meadows is a member of the Govern- 
ment Coal Committee, the Fuel Advisory 
Cemmittee, and a Director of Fuel Im- 
porters (Eire) Limited 


Photo} (Lafayette 


Mr. J. P. Meadows 


Stores Superintendent, G.S.R, (Eire), 
1931-43 
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Mr. M. H. B. Gilmour 


Appointed Assistant Solicitor, 
G.W.R. 


Mr. Michael Hugh Barrie Gilmour, Par- 
liamentary, Rating & General Assistant to 
the Solicitor, G.W.R., who, as recorded in 
our October 8 issue, has been appointed 
\ssistant Solicitor, was born in 1904 and 
was educated at Leighton Park and 
abroad. From 1923 to 1929 he was 
articled to Mr. A. S. Chetwood, of Minet, 
Pering, Smith & Company, solicitors. In 
February of the latter year he was admitted 
a solicitor, and in December joined the staff 
of the Solicitor, G.W.R., in the Parliamen- 
tary & General Department. Between 1931 
and 1935 he represented the company on 
all parts of the system in numerous objec- 
tions to applications for licences under the 
Road Traffic Act, 1930, and the Road & 
Rail Traffic Act, 1933. He assisted in the 
company’s successful opposition to the 
Severn Bridge Bill in 1936, and was engaged 
in general and Parliamentary work from 
that year until 1940, when, in July, he 
joined the R.A.F.V.R. He served in the 
Ministry of Aircraft Production and under- 
took special investigations for Lord Beaver- 
brook, but was’ released from_ the 
R.A.F.V.R., with the rank of Squadron 
Leader, at the request of the Minister of 
War Transport, in September, 1941. In 
that month he was appointed to the position 
with the G.W.R. from which he is now pro- 
moted, and at the same time became a 
Parliamentary agent. 

INSTITUTE OF TRANSPORT 

Mr. M. M. Allen, A.M.Inst.T., has relin- 
quished the office of Honorary Secretary 
of the New South Wales Centre of the 
Institute of Transport. He was associated 
closely with the formation of the Centre, 
and was appointed its first Honorary 
Secretary in 1934. Mr. F. J. Wright, New 
South Wales Government Railways, has 
been appointed Acting Honorary Secretary. 

We regret to record the death on Octo- 
ber 10, at the age of 72, of Sir Robert 
Hilton, O.B.E., Deputy-Chairman of United 
Steel Cos. Ltd., and formerly Deputy- 
Chairman & Managing Director of. Metro- 
politan-Vickers Electrical Co. Ltd. 

We regret to record the death on Octo- 
ber 3, at the age of 72, of Mr. A. D. Delap, 
M.A.I., M.Inst.C.E., Past-President of the 
Institution of Civil Engineers of Ireland, 
who was Engineer in charge of the con- 
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struction of Rosslare Harbour for t 
guard & Rosslare Railways & H 
Company. 


Fish- 
bours 


Lord Leathers, Minister of War 
port, has appointed Mr. L. H. Ma 
be his private secretary, in place of M 
Keenlyside, promoted 


We regret to record the death « 
tember 28, at the age of 85, of Mr. \ 
Macpherson, M.Inst.C.E., late Chief 
ant Engineer of the former Glas 
South Western Railway Company. 

Mr. J. Benstead, General Secretary of 
the National Union of Railwaym: has 
been appointed a member of the A 
Council to the Committee of th 
Council for Scientific & Industrial Re 
Sir John Greenly, who is Chairman of 
Babcock & Wilcox Limited, retired from 
the council on completion of his term of 
office on September 30. 


iSOTY 
TIVy 
irch. 


Mr. Stanley Christopherson, Chairman of 
the Midland Bank Limited, has been elected 
a Director of the Clydesdale Bank Limited, 
to fill the vacancy created by the death of 
Mr. Reginald McKenna 


Mr. Arnold Clear, A.M.I.Mech.E., Loco- 
motive Depot Superintendent, Mexborough, 
L.N.E.R., who, as recorded in our Sep- 
tember 17 issue, has been appointed District 
Locomotive Superintendent, Norwich, was 
educated at St. Albans School and the 
Manchester School of Technology, and be- 
came an apprentice at Gorton Works in 
1911. On August 4, 1914, he was mobilised 
with the 8th Battalion, Manchester Regi- 
ment, and later served in Gallipoli and 
Egypt In 1917 he was seconded to the 
Royal Flying Corps as a pilot; he was 
demobilised in 1919, and retired with the 
rank of Major in 1922. He served as 
Assistant Foreman, and later as Running 
Shed Foreman, at Immingham in 1919; 
three years later he became Assistant 
District Locomotive Superintendent for the 
Lincolnshire District. Mr. Clear was made 
Depot Superintendent at March in 1934; 
his appointment to a similar position at 
Mexborough dates from 1938. 


Mr. Arnold Clear 


Appointed District Locomotive Superintendent, 
Norwich, L.N.E.R. 
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Mr. W. Averell Harriman, the new U.S. 
Ambassador to Moscow, was Chairman of 
the board of‘ directors of the Union Pacific 
Railroad from 1933 to 1942. He had also 
been since July, 1932, Chairman of the 
Executive Committee of the Illinois Central 
Railroad. 


We regret to record the death on October 
4 at the age of 84, of Mr. J. H. Gallimore, 
who retired from the post of District Goods 
Manager, Worcester, G.W.R., in October, 
1924, after nearly 51 years’ service with the 
ompany. 





L.M.S.R. APPOINTMENTS 

The L.M.S.R. 
appointments " 

Mr. L. C. Brittlebank, District Goods 
Manager, Wolverhampton, to be District 
Goods Manager, Birmingham, vice Mr. S. 
Roberts, retired. 

Mr. S. Williams, New Works Assistant, 
Signal & Telegraph Engineer’s Department, 
Watford, H.Q., to be Indoor Assistant 
Signals), Signal & Telegraph Engineer’s 
Department, Watford, H.Q., vice Mr. V. H. 
Openshaw, deceased. 

‘Mr. R. White, District Locomotive Super- 
intendent, Saltley, to be District Locomo- 
tive Superintendent, Motherwell, vice Mr. 


announces the following 


H. G. Prentice, retiring. 
Mr. S. T. Clayton, District Locomotive 


Superintendent, Rugby, to be District 
Locomotive Superintendent, Polmadie, vice 
Mr. D. Dobbie, retiring. 

Mr. R. I. Spencer, Assistant, Office of 
Divisional Superintendent of Operation 
Motive Power) Crewe, to be District Loco- 
motive Superintendent, Saltley, Mr. 
R. White, promoted. 

Mr. I. E. Mercer, District Locomotive 
Superintendent, Toton, to be District Loco- 
motive Superintendent, Rugby, vice Mr 
§.T. Clayton, promoted. 

Mr. G. F. Horne, District Locomotive 
Superintendent, Bank Hall, to be District 
Locomotive Superintendent, Toton. 

Mr. J. Davenport, Assistant District 
Locomotive Superintendent, Willesden, to 


vice 


District Locomotive Superintendent, 
Bank Hall 
Mr. G. L. Enright, Joint Goods Agent, 


Wakefield (L.M.S.R./L.N.E.R.), tq be 
wods Agent, Leeds (Hunslet Lane), vice 
Mr. N. R. Smith, retired. 

Mr. B. Audsley, Joint Goods 
Batley (L.M.S.R./L.N.E.R.), 
Goods Agent, Wakefield 
LN.E.R.). 

Mr. P. Watkinson, Chief Clerk, Bradford 
Valley), to be Joint Goods Agent, Batley 
L.M.S.R./L.N.E.R.). 

Mr. J. G. Malley, Goods Agent, Bridge- 
ton, to be Goods Agent, Motherwell, vice Mr. 
|.A. Pearson, retiring. 

Mr. G. McBride, Goods Agent, Partick, 
tobe Goods Agent, Bridgeton. 

Mr. J. Hollingworth, Chief Clerk, Liver- 
pool Road, Manchester, to be Goods Agent, 
doucester, vice Mr. H. J. Stanway, pro- 
moted . 

Mr. J. A. Ford, Goods Agent, Tunstall, to 
% Joint Goods Agent, Macclesfield 
LM.S.R./L.N.E.R.), vice Mr. H. F. Cox, 
promoted 

Mr. C. H. Burgess, Running Shed Fore- 
man, Patricroft, to be Assistant District 
loomotive Superintendent, Crewe, vice 
Mr. G. W. Miller, promoted. 

Mr. H. A. Peet, ‘Assistant District Loco- 
notive Superintendent, Devons Road, to be 
‘sistant District Locomotive Superinten- 
lent, Willesden, vice Mr. J. Davenport, 
fromoted. 

Mr. W. Killan, Running Shed Foreman, 
‘aveley, to be Assistant District Loco- 
Notive Superintendent, Devons Road. 


Agent, 
to be Joint 
(L.M.S.R. 
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L.N.E.R. APPOINTMENTS 
The L.N.E.R. announces the following 


appointments :— 
Mr. H. E. Stratton, Assistant to the 
Engineer (London) (Bridges), has been 


appointed Assistant to the Chief Engineer 
(Steelwork). 

Mr. A. R. Dunbar, Acting District Super- 
intendent, Manchester, has been appointed 
Acting Assistant Superintendent, Eastern 
Section, Southern Area, in succession to 
Mr. J. E. Sharpe, who has retired. 

Mr. R. B. Temple, Acting District Goods 
Manager, Leeds, has been appointed Dis- 
trict Goods & Passenger Manager, Lincoln, 
in succession to Mr. F. Leigh, who has 
retired 

Mr. F. Probert, Assistant District Super- 
intendent, Lincoln, has been appo:nted 
District Superintendent, Lincoln, in succes- 
sion to Mr. E. J. Stephens, who recently was 
appointed District Superintendent, Don- 
caster. 


Major-General the Rt. Hon. Sir Frederick 
Sykes, M.P., who is a Director of the 
Associated Equipment Co. Ltd., and of 
Callender’s Cable & Construction Co. Ltd., 
has joined the board of the Hongkong & 
Shanghai Banking Corporation. 


We regret to record the death of Mr 
William A. Faux, who was formerly a 
Director of Gresham & Craven Limited. 


COLONIAL RAILWAY 





APPOINTMENTS 
The Crown Agents for the Colonies have 
made the following first appoint- 
ments :— 
Mr. N. Trewheler to be Assistant District 
Engineer, Railway Department, Palestine. 
Mr. E. Mabbs to be Assistant District 
Running Superintendent, Nigerian Railway. 
Mr. E. Johnson to be Assistant Traffic 
Superintendent, Palestine Railways. 


class 


We regret to record the death on Octo- 
ber 5, in his 92nd year, of Sir James 
Fortescue-Flannery, Bt., M.Inst.C.E., 
M.1I.Mech.E., Chairman of Callender’s Cable 
& Construction Co. Ltd., and a Director of 
Barclays Bank Limited, 


RHODESIA RAILWAYS APPOINTMENTS 

Mr. J. Hopwood, Operating Superin 
tendent, Bulawayo, to be Chief Superin- 
tendent of Transportation, vice Mr. W. B 
Dawson, retired. 

Mr. J. P. Atkinson, Assistant Operating 
Superintendent, Bulawayo, to be Acting 
Operating Superintendent. 

Mr. S. E. Quicke, Mechanical Assistant, 
to be Assistant Mechanical Superintendent, 


Bulawayo. 
Mr. N. T. Hunt, Stationmaster, Bula- 
wayo, to be Acting Assistant Operating 


Superintendent. 


Mr. James Hopwood, Operating Super- 
intendent, Bulawayo, Rhodesia Railways, 
who, as recorded above, has been appointed 
Chief Superintendent of Transportation, 
served with the Argentine Great Western 
Railway, from 1896 to 1902, before going 
to Rhodesia. His service with the Beira, 
Mashonaland, and Rhodesia Railways com- 
menced with a period as clerk in the Traffic 
Superintendent’s Office. After being 
Station Foreman at Gwelo, Mr. Hopwood 
held posts as Stationmaster there and else- 
where, before becoming, in 1918, Chief 
Clerk to the District Traffic Superintendent, 
Salisbury. He acted as District Super- 
intendent on several occasions, and in 1922 
was appointed Assistant Traffic Super- 
intendent and acted as District Superin- 
tendent at Beira and Salisbury. In 1926 
he became District Traffic Superintendent 
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at Livingstone, and was transferred in 1931 
to Broken Hill when the district head- 
quarters were moved. In 1932 he was 
transferred to headquarters at Bulawayo as 
Acting Operating Superintendent, and was 
confirmed’ in that position in 1934. Mr. 
Hopwood acted as Chief Superintendent 
on several occasions. 


Mr. R. A. Blakeborough, Chairman of 
J. Blakeborough & Sons Ltd., has been 
elected to succeed Mr. O. E. Dickinson as 
Chairman of the British Valve Manu- 
facturers’ Association for the ensuing year. 


Mr. M. Brennan, of Roscommon, has 
been nominated unanimously as President 
of the Irish Tourist Association for the 
coming year. 


Dr. W. A. Macfarlane has been appointed 
Director of Fuel Efficiency in the Ministry 
of Fuel & Power. 


Mr. Carl Niderost, K.C., a Saskatoon 
lawyer, has been appointed Assistant 
Manager of the Personnel Department, 


Canadian Pacific Railway. His duties will 
cover personnel problems arising from the 
war, and problems expected to occur in the 
post-war period. Mr. Niderost was Mayor 
of Saskatoon in 1939 and 1940, and for two 
years was Chairman of the court of referees 
under the Unemployment Insurance Act 
which handled selective-service cases. He 
is a graduate of the University of Saskatche- 
wan, and was appointed King’s Counsel in 
1935. 


Mr. W. T. Smyth, Chief Clerk, Goods 
Section, Audit Department, Great Northern 
Railway (Ireland), retired recently after 
47 years’ service. 


INDIAN RAILWAY STAFF CHANGES 

Mr. G. W. Browne has been confirmed 
provisionally as Deputy Chief Mechanical 
Engineer, E.I.R. 

Mr. N. K. Sen has been appointed to 
officiate as Deputy Chief Accounts Officer, 
E.1I.R., as from March 2 last. 

Mr. F. G. Langdon has been confirmed 
permanently as Chief Engineer, G.1I.P.R. 

Mr. W. Hood has been confirmed per- 
manently as Deputy Chief Engineer (Con- 
struction), G.I.P.R. 

Mr. C. T. Venngopal has been appointed 
to officiate as Deputy Chief Accounts 
Officer, G.I.P.R 

Mr. J. N. E. Nagle has been confirmed 
permanently as Deputy Chief Transporta- 
tion Manager, B.A.R., while con€inuing to 
officiate as Chief Commerical Manager. 

Mr. R. T. Collins has been confirmed 
provisionally as Deputy Chief Accounts 
Officer, B.B.C.1.R. 

Mr. J. W. Henderson and Sardar Bahadur 
5S. S. Gyani have been promoted as Deputy 
Chief Operating Superintendents, N.W.R., 
in a provisionally-permanent capacity. 

Mr. J. C. O’Neill, Deputy Chief Engineer, 
N.W.R., has been permitted to retire from 
Government service, as from January 15. 


SouTH AFRICAN Rattways & HARBOURS 


Mr. T. J. Dry, Assistant Architect, 
Chief Civil Engineer’s Office, has been 
appointed Superintendent (Housing), 


General Manager’s Office, Johannesburg. 
Mr. E. L. Janisch, Assistant Engineer, 

Grade 1, Civil Engineering Department, 

Stutterheim, has been appointed District 


Engineer, System Manager’s Office, 
Durban. 
Mr. T. G. Watson, Assistant Engineer, 


Grade 1, System Manager’s Office, 
Johannesburg, has been appointed District 
Engineer (New Works), Civil Engineering 
Department, Johannesburg. 
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Winter Closing Hours 

[he Defence Regulation governing the 
winter closing hours of shops throughout 
the country will be in force from Sunday, 
November 7, to Saturday, March 4 (inclu- 
sive), and will require shops other than 
those in the exempted trades to close at 
6 p.m. (7.30 p.m. on the late night) through 
out this period As in previous years, shops 
in the central areas of London will close at 
4 p.m. during the period from November 7 
to Saturday, January 22, 1944 (inclusive) 


London Transport Winter Services 

On Monday, October 4, the London 
[ransport winter train services came into 
operation. Generally, the normal and peak 
hour services are on the same basis as pre- 
viously with some modifications to ease the 
loadings on certain trains. On all lines, 
the evening peak hour services have been 
slightly to provide for earlier 
journeys in the lengthening 
The London Transport winter 


advanced 
homeward 
blackout. 


schedules for trams and trolleybuses will 
come into operation on October 20, and 
9 


those for Central buses on October 27 
L.M.S.R. Anti-Gas Trains 

Chere are L.M.S.R. breakdown 
trains equipped with special anti-gas vehi- 
They are situated so strategically 
that they can reach rapidly any portion of 
the L.M.S.R. system from Southend and 
Bristol to Thurso. These anti-gas vehicles 
are kept fully equipped, and stocked with 
everything likely to be necessary for working 
: hey are divided 


now 20 


cles 


under war gas conditions 
into two compartments one is used for 
equipment and special clothing, and the 
special anti-gas squad travels in the other. 
The latter compartment, which is fitted 
vith wash basins, is used also as a dressing 
room. 
‘¢ Service ”’ 

from a 
Yor k shire 


Che following is an extract letter 
which recently appeared in The 
Post from Sir Eugene Ramsden, M.P 

‘Since the beginning of the war it has 
been my lot to spend a good deal of time 
travelling, and L know how very helpful 
and kind the staff of the railway companies 
can be. I have benefited from this help 
mvyself and seen countless others do so as 
well. 

L feel we owe a great debt of gratitude to 
all those who, under difficult conditions of 
war, are responsible for running and main- 
taining aur railway services. They have 
done admirable work.’ 

As a sequel, Sir Eugene received the fo! 
lowing letter, which we reproduce from the 
columns of the L.N.E.R. Magazine : 

“From: A Signal Cabin 
Somewhere on the North East Coast 
September 6, 1943. 

Sir,—I was deeply moved when reading 
your letter in this morning’s Yorkshire Pos 
to think that a gentleman whose time is so 
valuable, and upon whom rest the worries 
and the anxieties of Parliament, could find 
time to show your personal appreciation for 
the work we railwaymen are doing towards 
helping to bring the dawn of victory nearer 
We do, Sir, most deeply appreciate your 
remarks, and whilst often we get hard 
knocks about trains being dirty and very 
often late, soon we shall hear they are not 
heated enough, yet amidst all these little 
difficulties we can always give in return a 
cheery word or smile, and with encourage- 
ment from such gentlemen as you, I 
can assure you, Sir, the railwaymen my 
colleagues will not fail in any task given to 
them to do in winning the war effort. Please 
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accept this letter as from myself and fellow 
workmates who have not the time to write 
such a letter of appreciation. 
Yours most respectfully, 
(Signed) RAILWAY SIGNALMAN, 
Lonacz & North Eastern Railway 


A Wartime Traffic Peak 

During the week ended September 17, the 
L.N.E.R. forwarded no fewer than 324,825 
loaded wagons (an average of over 46,400 a 
day), the highest figure it has ever achieved 
since the beginning of the war Its pre 
vious record was 323,549, which was 
attained during the week ended October 16 
of last vear. 

G.W.R. Record Wagon Turnround 

During the weekend October 2-3 on the 
G.W.R. 27,000 wagons were unloaded. 
his figure constituted a record, and the 
use of voluntary spare-time labour con- 
tributed largely to the achievement. The 


G.W.R. has now secured the quickest 
turnround of wagons recorded on _ its 
system. (See editorial note page 375) 


London Travel Information Kiosks 

The 16 travel information kiosks in the 
London area which were opened during the 
period of intensive air raiding in 1940-41, 
when passenger transport facilities were 
liable to sudden changes as the result of air 
raid damage, have been closed. The 40 men 
and women who have staffed these kiosks 
are released for other duties, in the main 
in railway service. The Railway Executive 
Committee is prepared to re-open the 
kiosks within 24 hours should the necessity 
arise Recently, enquiries have been 
answered at the rate of 120,000 a month ; 
latterly these enquiries have come mainly 
from Overseas troops 


Wagon Repairs by Part-Time Staff 

In the latter part of August, the L.M.S.R 
inaugurated a scheme to speed up the 
repair of wagons by using volunteer labour 
at weekends It is working in the 5 Scot- 
tish districts of Glasgow, Blantyre, Mother- 
well, Edinburgh, and Kilmarnock, and 
also at Carlisle. In the early stages about 
80 men volunteered for this weekend labour, 
and during the first weekend at which they 
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were at work more than 1,000 wagons wer, 
dealt with. The men have come from ever, 
grade of the railway (apart from thos 
normally employed on wagon repair work 
and from various trades which general 
free their employees on Saturdav afternoons 
and Sundays. Ordinary wage rates ar 
paid for Saturdays, and double rates op 
Sundays. Volunteers from outside the rail. 
way service are not accepted without the 
assurance that their normal work does not 
require their services at the weekend, and 
that their employers agree to their participa 
tion in the scheme. In an editorial note 


page 374, we refer to other aspects of th 
use of part-time volunteer labour to assist 
the railways in their heavy wartime tasks 
Improved Sign Lighting at Kings 
Cross 
With the approval of the Ministry of 
Home Security, the L.N.E.R. is experi 
menting with the use of fluorescent paint 


excited by means of ultra violet rays, for 
the various signs in the booking hall at 
Kings Cross station. The principal! feature 
of the scheme is the use of fluorescent 
letters or backgrounds for the notices. Ths 
train indicator and the hands and quarter 
hours of the clock have been treated simi 
larly. The fluorescent paint is excited by 
means of ultra-violet rays emitted directly 
or by reflection from lamps contained in a 
small housing adjacent to each sign, which 
is visible from a distance of 50 ft The 
effect at night is that the large signs appear 
to consist of yellow letters on a dark back- 
ground, and the small signs black letters on 
a yellow background. 


Eastern Coastal Restrictions Lifted 


The Ministry of Home Security, after 
consultation with the Regional Commis 
sioner and the military authorities, has 


reduced the coastal area in the Eastern Civi 
Defence region to which restrictions or 
taking up residence apply. From October | 
these restrictions are confined to the towns 
of Yarmouth, Lowestoft, Southwold, Alde 
burgh, Felixstowe, Harwich, Frinton & 
Walton, Clacton, Maldon, and Southend 
and to a number of parishes in the vicinity 
of Southwold, Harwich, and Felixstow 
and the Maldon Rural District. Thes 
coastal areas from which the residence ban 
has been lifted are included in a Regulated 


A 2}-ton U.S.A. army lorry which has been fitted with flanged wheels for railway service. 


and is engaged on shunting work in England. 


It can handle 7 or 8 wagons. The driver 


in peacetime works on the Reading Railroad in New Jersey 










































( 





Are 
the 


late 
the 
suc 
han 
oth 


L 
occl 
by 
Mit 
Sep 
tere: 
by 
bom 
ing 
som 

Ro: 
Ser 
Lill 
Co: 


on 
mars 
and 
Pi 
Squa 
mars 
ber $ 
whol 
me ¢ 
shed. 
Ar 
locon 
fighte 
Th 
lone 
way 
eavi 


On 
Vays 
road 


Sligo 


All 
th 
restor 
the lir 
to the 
Japan 


Son 
Kaga: 
volun: 
repair 
lary wv 
track 


Frenc] 
ing tl) 
transf. 
be obl 
Sidera! 
Princiy 
Ambe1 
Sadne, 
Macon 
It will 
the dit 
Frenck 

It h 















943 


iS were 
1 every 
those 
work 
nerally 


rnoons 


lirectly 
lina 
1, which 





Lifted 
Vy, alt 


ommis 


10ns 

tober | 
towns 
d, Alde 
nton « 
muthend 
vicinity 





IXstow 
rhes 

nee bal 

egulat 





service. 
e driver 














October 15, 1943 


\rea, and entry may still be restricted by 
the military authorities without warning. 
The restrictions may be reimposed at a 
later date at short notice, but, meanwhile, 
the Order releases from the residence ban 
such coastal resorts as Hunstanton, Shering- 
ham, Cromer, Mundesley, and Caister, and 
other places within 10 miles of the coast. 


Air Attacks on Railway Targets 
Lar: numbers of railway centres in 
ycupied Europe were attacked successfully 
py U.S.A.A.F. Marauders and R.A.F. 
Mitchells, Venturas, and Bostons during 
September, in addition to continuous inter- 
ference with locomotives and goods trains 
by fighters, fighter-bombers, and light 
bombers of Fighter Command. The follow- 
ng important railway centres were attacked, 
some of them on a number of occasions :- 





Rosendaal Holland 

Serqueux Northern France 
Lille Northern France 
Courtrai Belgium 

St. Pol Northern France 
Hazebrouck Northern France 
Amiens Northern France 
Rouen Northern France 
Abbeville Northern France 
Ghent Belgium 

St. Omer Northern France 


Nearly 1,000 tons of bombs were dropped 
and their repair shops, on 
marshalling yards, and on locomotive shops 
and sheds, during these attacks. 

Pilots of the Free French Lorraine 
Squadron, flying Bostons, bombed the 
marshalling yard at Serqueux on Septem- 
ber 2. They saw bursts on the yards the 
whole way from north to south. At least 
me direct hit was scored on a locomotive 
shed 

Apart from these attacks, more than 60 
comotives were put out of action by our 
fighters, fighter-bombers, and light bombers. 

This summary does not include damage 

ne to German or German-controlled rail- 
vay centres by Bomber Command's 


on wagons 


Goods Services in Eire 
On October 1, the Great Southern Rail- 
Company introduced reorganised 
aad merchandise services in the County of 
Sligo and the County of Leitrim This 
sa further extension of what has become 
“the Mayo Pooling Scheme,” 
accordance with the proposals 
\ugust 27 issue, page 214 


vays 


1OWn as 
1 is in 
ded in our 
Railway Restoration in Java 
\ll railway lines in eastern Java destroyed 
the time of the evacuation have been 
restored, and traffic has been resumed on 
the line between Babad and Tuban(Toeban), 
to the west of Soerabaya, according to a 
Japanese broadcast. 
Voluntary Work in Russia 
5,000 railway workers of the 
Kaganovich line recently undertook to give 
voluntary help in the construction and 
repair of rolling stock. In one day’s volun- 
tary work they repaired 11-5 km. of railway 
track and did much other work. 


South of France Railway Cuts 

An announcement has been issued by the 
French National Railways in Lyons inform 
Ing the public that ‘“‘ by reason of the 
transfer of rolling stock, the railways will 
be obliged to reduce passenger traffic con- 
siderably from October 14.. This will affect 
Principally railway traffic from Lyons to 
Amberieux and Haute-Savoie, Chalon-sur- 


some 


Sadne, Valence, Marseilles, Bourg; Nimes, 
Macon, Grenoble, St. Etienne, and Roanne.” 
It will be noticed that these places are in 


the direction of the Italian frontier and the 
French Mediterranean coast 

It has been assumed in some quarters 
that these reductions are an indication that 
Me Germans have commandeered for mili- 
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NOTICE 


INCREASE OF THROUGH RATES FOR THE 
CONVEYANCE OF MERCHANDISE AND 
LIVESTOCK BETWEEN STATIONS AND 
PORTS IN GREAT BRITAIN AND STATIONS 
AND PLACES IN EIRE 





INCREASE OF ADDITIONAL PORT CHARGES 
ON MERCHANDISE AND LIVESTOCK 


The Railways and Steamsmp Companies trading between 
Great Britain and Ireland give NOTICE that — 


() Im consequence of increases im rates for the conveyance 
of Merchandise and Livestock traffic on the railways in 
Eire and on the Grand Canal (Eire) the through rates 
and charges for the conveyance of such traffic by Goods 
and Passenger train services between Stations and Ports 
in Great Britain and Stations and Places mm Eire will be 
increased on and from Ist October 1943 


(ii) im consequence of the further increase by the Dublin 
Port and Docks Board of charges made by them on 
Merchandise and Livestock, the through and Port to 
Port rates and charges for conveyance of such traffic by 
Goods and Passenger train services between Stations 
and Ports in Great Britain and Oublin and certain 
stations and places on the Great Southern Railways and 
the Grand Canal (Eire) will be increased on and from 
ist October 1943 by amounts additional to those 
rawsed on and from ist April 1942 


© Full details of the above-mentiaged increases may be 


obtained on application at any Station or Depot of the 
British Railways or Offices of the Steamship Companies 
concerned 

. 




















Poster announcement of increases in Anglo- 
Eireann through rates from October | as a result 


of the Trish railway, canal, and dock increased 


charges 
tary purposes large quantities of rolling 


stock on the railways of southern France 
An announcement of the Algiers radio has 
stated that more than 12,000 French loco 
motives have been sent to Germany, and 
that another 4,000 are awaiting repair in 
France. 


German Oil Through Sweden 
lhe Swedish Foreign Ministry announced 
on October 1 that all transit of oil through 
Sweden ceased at the end of September 
When the transit of German soldiers and 
war materials through Sweden was stopped 
in the middle of August, there were feelings 


of irritation in both Sweden and Norway 
because petrol, which, though not con- 
sidered war material in the full sense, is 


essential for the Germans, was still allowed 
to pass through Sweden 3ecause of what 
were stated to be important reasons, it was 


not then announced that a time limit had 
been imposed for petrol. 
The Yunnan Railway 
\ long and detailed report was made 


recently by M. Massigli, Commissioner for 
Foreign Affairs to the French Committee of 
National Liberation, on the subject of the 
Yunnan Railway. This report said that 
the renunciation by the Vichy Government 
of French extra-territorial rights in China 
was not regarded as binding on the Com 
mittee of National Liberation, which, while 
in agreement with the inter-Allied principle 
which is intended to benefit China, cannot 
endorse an action which had been intended 
to benefit Japan. As it is recognised by 
the committee that it must lay the founda- 
tion of new relations with China on the 
same sound bases as those before the war, 
it feels bound to ensure that no property 
which is lawfully that of French subjects 
shall be alienated without valid cause or 
just compensation, even as it would do its 
best to restore to Chinese citizens any pro- 
perty they owned in France which had been 
unlawfully expropriated by Vichy under 
German instigation. The requisitioning of 
the Yunnan line was doubtless necessary 
to the Chinese war effort, which is a vital 
part of the Allied war effort, and par- 
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ticularly important to France, which has 
possessions in Indo-China. This does not 
mean, however, that the railway should 
pass out of French private ownership. The 
committee, therefore, assumes that the 
requisitioning can be only for the duration 
of the war and as long afterwards as 
military necessity demands. 


The Burma Railways’ 

Since January 1, 1929, the Burma Rail- 
ways have been worked by the Government, 
and, with the separation of India and 
Burma, these railways became an auto- 
nomous entity on April 1, 1937. They con- 
sist of 2,059 route miles, entirely of metre 
gauge. At present, the whole of the railway 


system in Burma is in the hands of the 
Japanese occupation authorities, and a 
recent message from Tokio said that the 


railways were included among properties 
which are to be handed over to the Burmese 
Government established by Japan. Other 
properties to be transferred to this puppet 
regime are announced as harbour instal- 
lations, mines, and factories. 


Women Workers on an American 
Railway 

On the Atchison, Topeka & Santa Fe 
Railway of the United States, the number 
of women on the payroll has now increased 
to 3,427, 35 per cent. of whom are engaged 
on work previously done by men. In the 
engine sheds and shops they are acting as 
cleaners, oilers, and as helpers to machin- 
ists, blacksmiths, electricians, and sheet 
metal workers; they also operate steam 
hammers, drill presses, and locomotive turn- 
tables. One department in which there 
has been a large increase in women 
employees, taking over jobs done formerly 
by men, is the telegraph department, in 
which 210 of the staff of 1,431 are women. 


Reducing U.S.A. Football Travel 

During the 1943 football season it is 
estimated that team travel will be reduced 
by 700,000 miles as a result of revision of 
match schedules and reduction in the size 
of teams. This is a 37 per cent. reduction 
compared with 1942 ; and further reduction 
is being effected by curtailment of trips for 
training purposes \s far as possible, 
teams will travel in coaches instead of in 
Pullman sleepers, and sleeping accommoda- 
tion will not be reserved for them more than 
one day in advance Most berth accom- 
modation is now reserved so far in advance 
by those who must travel, and for members 
of the Forces, that this 24-hr. advance 
reservation will in any event confine foot- 
ball teams almost exclusively to 
travel. 


coach 


North African Highway 
Substantial progress has already been 


made with the construction and restora 
tion of a modern highway along the 
coastal areas of North Africa, linking 


Egypt with Morocco. Agreement has been 
made between the British and Egyptian 
authorities whereby the widening and im- 
provement of the coastal road from 
Alexandria to Mersa Muatrouh is_ being 
undertaken by the Egyptian Government, 
and the work thence to the Libyan border 
by the British Government. The highway 
across Libya to Tunisia, which was built 
by the Italians but suffered substantial 
damage during the Western Desert cam- 
paign, is being restored and improved by 
the British authorities; and similar action 
is expected on the part of the authorities 
in Tunisia in regard to the most recently- 
conquered portion. The restoration and 
improvement of transport facilities in 
Morocco and Algeria is being undertaken 
by Allied Forces commanded by General 
Eisenhower. 
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Bishopsgate Goods Station 
Reconstruction 


In common with other industries, the 
railways are giving attention to the matter 
of post-war development, although at the 
present time their efforts are concentrated 
on the contribution they are giving to the 
successful prosecution of the war. Included 
in the programme of post-war works the 
question of reconstruction of present, or the 
erection of new, goods stations and depots 
must figure to an important extent On 
the L.N.E.R. system the goods station at 
Bishopsgate, London, is among those which 
are receiving consideration 

Bishopsgate includes the site of the old 
Shoreditch terminus of the Eastern Coun- 


ties Railway, which was used for passenger 
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traffic by the Great Eastern Railway up to 
the year 1874 when Liverpool Street Station 
was constructed. Shoreditch terminus was 
converted into a goods station and was 
brought into use as such in 1881. As is the 
case, doubtless, with some other transforma- 
tions, and as a result of the increasing 
traffics Bishopsgate was called on to handle 
in normal times, its present physical lay-out 
is the accumulation of additions and altera- 
tions carried out over a period of years 
which do not perhaps afford the same 
advantages as an entirely new goods station 
constructed on a new site. Because of the 
somewhat complicated nature of its make- 
up, therefore, it was considered useful to 
have a model for the purpose of discussion 
when the future of Bishopsgate came under 
examination 

A model made, as 
accompanying illustrations 


shown in the 
It is the work 


was 


October 15, 1943 


of Mr. J. A. Mills, of the London City 
Manager’s Office, and is constructed jn 
wood. The model, as will be seen, is jp 
four sections. The roof is in skeleton to 


expose. conveniently to view the overhead 
traversers in the warehouse; beneath jg 
the warehouse floor and under that the shed 
with its five banks, rail feedsand yard. The 
bottom section constitutes the basement and 
depot. The model embraces much detail 
in that the 50 cranes are shown and the 
truck hoists ; lifts communicating with the 
warehouse and banks are also included 
Capstans, just visible in the photographs, 
are indicated by pinheads. The model is 
constructed to a scale of approximately 
40 ft. to the inch and was completed in just 
under a month 
We are indebted to the London 

Eastern Railway Magazine for the f 
details and for the illustrations 


North 


regoing 








Phot The model of Bishopsgate Goods Station. Left: Complete. Right: In parts Po a> Tee 
(outside London). The new rates will apply addition of 25 per cent. or 50 per cent 


Staff and Labour Matters 


Electrical Contracting Wages 


rhe wages (war adjustment) agreement 
made between the National Federated 
Electrical Association and the Electrical 


lrades Union on November 24, 1939, by an 
agreement dated September 24, 1943, has 
been amended to provide for the war addi 
tion to be calculated on an hourly basis and 
thus rank for overtime Hitherto the war 
adjustment had been calculated on a weekly 
basis In accordance with the new agree 
ment the war adjustment is 4#d. an hr. as 
from the second pay-day in October, 1943 


Canteen Workers’ Wages 


rhe National Joint Industrial Council for 
the industrial catering trade comprising the 
National Society of Caterers to Industry on 
the one hand and the National Union of 
General & Municipa! Workers, the National 
Union of Distributive & Allied Workers, 
and the National Union of Railwaymen on 
the other hand, has reached an agreement 
under which the minimum wages for adult 


workers will be increased by 2s. 6d. a week 
with proportionate increases for workers 
under 21 years of age as from the week 
commencing October 11 rhe new mini 


weekly rates for adult workers, who 
receive meals and other emoluments valued 
at 10s. a we 


mum 


ek also, are: men chargehand 
cooks, 80s men assistant cooks, 70s 
women chargehand cooks, 55s women 


assistant cooks, 50s kitchen porters, 65s 
London), 62s. 6d. (outside London) ; women 
eoshiers and clerical workers, 48s (London), 
45s. 6d. (outside London) ; women cleaners 
and general workers, 43s. (London), 41s. 6d 


to workers in railway canteens in which the 
catering is undertaken by contractors who 
are members of the National Society of 
Caterers 

The Catering Wages Commission which 
was set up under the Catering Wages Act is 
at present inquiring into the machinery of 
negotiation for regulating wages and condi- 
tions in the catering industry and already 
has met to consider the machinery for 
industrial canteen workers It is under- 
stood that the railways and the National 
Union of Railwaymen have _ submitted 
evidence to the commission concerning rail- 
way canteens. 

Engineering Wages 

In our issue of last week we gave details 
of the interpretation given by the National 
\rbitration Tribunal on _ three _ points 
referred to it by the engineering employers 
and the trade unions. Below are particu- 
lars of the other questions referred to the 
tribunal arising out of the March award 
No. 326 :— 
Question 4 

Should the allowances (time-and-a-half 
and time-and-a-quarter) payable for work 
performed on oil-carrying vessels be calcu 
lated on the new consolidated basic rate ? 
Decision on Question 4 

\ strict interpretation of the award 
requires that, while the agreements. relating 
to the wage rates for workers employed in 
connection with oil-carrying vesse!s remain 
operative, in the case of both plain-time 
workers and ‘‘ payment-by-result ’’ workers 
who come within the terms of such agree- 
ments the new district basic time rates pro- 
vided by the award shall be subject to the 


according as the workers are entitled undet 
such agreements to time-and-a-quarter or 
time-and-a-half on their district time 
rates ; and that the national bonus payable 
in the case of plain timeworkers shall be 
21s. 6d. a week 
Questions 5 and 7 

5. Broadly, is it the intention of the 
award that no worker should be in a position 
to derive more than 6s. for each 47 hr 
benefit from the award for equal effort ? 

7. Broadly, was it the intention of the 
tribunal that without having regard to 
existing agreements and customs no worker 
should be in a position to derive more than 
6s. benefit for a normal 47 hr. week for 
equal effort ? 


basi 


Decision on Questions 5 and 7 

The tribunal does not consider that any 
useful purpose would be served by express 
ing opinions in general terms as to the 
intentions of the award independently ol 
the proper construction to be placed on Its 
terms, but it would seem to be clear that in 
certain cases, for example, where the per 
centage has been raised from 25 per cent. on 
a basic rate of 46s. to 274 per cent. on 
basic rate of 66s., the worker of averagt 
ability would under the award obtain at 
increase of approximately 6s. 8d., but the 
worker of more than average ability would 
working at his normal speed, obtain a large! 
increase 
Question 6 

Is it intended that without extra effort 
where the times allowed comply with 
clause 4 (I) (b) (iii) of the award men who 
are not of average ability and who are not 
earning 274 per cent. of the consolidated 
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basic rate should have their wages brought 
up to that amount ? 
Decision on Question 6 

Provided the ‘‘ bonus or basis times ’’ for 
all workers on a particular job are such as 
will enable a workman of average ability to 
earn at least 274 per cent. over the district 
basic time rate provided by the award, the 
fact that a worker of less than averave 
ability earned less than 27} per cent. over 
the district basic time rate would not in 
itself imply that the ‘‘ bonus or basis times ”’ 
did not comply with the requirements of the 
award and it would not be necessary, so far 
as the award is concerned, that the wages of 
such worker should be brought up to 274 
per cent. or any other percentage above the 
district basic rate. 
Ouestion 8 
* Will the tribunal define clearly the first 
sentence of clause (3) (b), namely :—Lieu 
rates, Compensatory or other bonuses, merit 
rates, and the words ‘‘ commonly applied.” 


Decision on Question 8 

The clause in paragraph 4 (3) (6) referring 
to lieu rates, compensatory or other 
bonuses, Or merit rates commonly applied, 
is identical in wording with a clause in the 
national agreements concluded in 1942 
between the employers’ federation and the 
trade unions relating to skilled engineering 
workmen employed on time work as main- 
tenance men, inspectors, setters-up and 
markers-off. The tribunal considers there- 
fore that if differences arise between workers 
and their employers as to whether any 
particular additions to pre-award district 
basic rates are properly to be regarded as 
falling within one or other of the terms 
specified in the question, the parties to the 
award will find no great difficulty in reach- 
ing agreement in most of the cases. The 
tribunal does not think it would be possible 
for it to frame comprehensive definitions of 
these terms to cover every case which may 
arise If any difference regarding the 
inclusion or otherwise within the scope of 
the pro tanto "’ provision of the award of 
any specific pre-award addition to the dis- 
trict basic rate cannot be settled after 
negotiation between the parties to the 
award, the tribunal will be prepared to give 
a decision on the matter, after hearing the 
parties (if that is desired) in relation to the 
facts of the particular case. In deciding 
such a question the tribunal will require to 
consider not only the terms of the “ pro 
tant clause itself but the provision con- 
tained in the last sentence of paragraph 
4 (3) (b) relating to additions to the mini- 
mum rate under joint national or district 
agreements 

lhe strike of the engineering workers at 
Barrow referred to in our last week’s issue 
terminated on October 4, when the following 
recommendation of the strike committee 
Vas approved 

That we recommend resumption of 

work under the terms offered with a strong 
recommendation that the trade unions 
immediately negotiate a changeover from 
premium bonus to time-piece, which the 
firm savs can be operated in 7 days.” 








COLOMBO TRAMWAYS PURCHASE SCHEME 

fhe Colombo Municipal Council discussed 
recently a scheme for the purchase of the 
Colombo tramways and decided to adopt 
a recommendation to the effect that, if the 
Council were to purchase the tramways, 
the present management should operate 
them for the duration of the war on behalf 


of the Council. The Council also recom- 
mended that the tramway company’s 
contract branch should function as at 


present, subject to financial adjustments 
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Institute of Transport 
Centre at Hull 


At a lunch held at the Guildhall, Hull, 
on September 30 to inaugurate the Hull & 
District Centre of the Institute of Trans- 
port, the host was Mr. Robert G. Tarran, 
President of the Hull Traffic Association, 
the activities of which are to be merged 
with those of the Centre. There was a large 
attendance of members of the Hull Traffic 
Association, and of the Institute of 
Transport, including the Chairmen and 
Honorary Secretaries of the Yorkshire and 
Northern Sections. 

Mr. J. S. Nicholl, C.B.E., President of the 
Institute, gave a short address, in which 
he referred to the excellent work of the 
Hull Traffic Association in bringing trans- 
port men together and in promoting trans- 
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port education in that city. He went on 
to discuss the objects and work of the 
Institute, and said that, although every 
arm of transport had its own technique, 
there was a vast range of common ground. 
It had been the grasp of this which had led 
to the foundation of the Institute some 
twenty-four years ago by men of wide vision 
and high purpose. ¥ 


Mr. D. Murray, Assistant Goods. & 
Passenger Manager, North Eastern Area, 
L.N.E.R., spoke on behalf of the Hull 


Traffic Association in the absence, due to ill- 
ness, of Mr. W. A. Winson, who had been 
largely instrumental in founding the 
Association. Mr.S. Hattan, Chairman of 
the Association, who becomes Chairman of 
the new Centre, expressed thanks to Mr. 
Tarran for his services to the Association 
as its President during the past five 
years. 








Indian Railway Budget 


The accompanying table shows the prin- 
cipal figures embodied in the Indian Rail- 
way Budget for the year ending March 31, 
1944, together with the revised 1942-43 
Budget figures for comparison. 

As will be seen, very little change in 
either receipts or operating costs are ex- 
pected in the current year. {It may be 
added that no figures are shown as repre- 
senting sums transferred from the railway 
reserve fund in either year’s budget. Of 
the Rs. 72 lakhs expected increase in State 


STATEMENT OF THE REVENUE OF THE 
E 


lines’ traffic-earnings, 
on freights ; but the corresponding working 
expenses are estimated more than _ to 
counteract this increase by Rs. 176 lakhs, 
although this is partly neutralised by 
Rs. 122 lakhs less to be paid to worked 


Rs. 434 lakhs are 


lines, due to expected improvements in 
their traffics After taking into account 


all the other debit and credit items, the 
net result is an insignificant expected 
drop in total receipts of Rs. 38-6 lakhs 
(£289,500). 


CENTRAL GOVERNMENT IN INDIA AND 


NGLAND FROM RAILWAYS 
(In thousands of rupees) 


Budget estimate, 1943-44 


Revised 
HEADS OF REVENUE budget, ee 
1942-43 India England Total 
Rs. Rs. Rs. | Rs. 
State railways | 
(A) Commercial lines 
Gross receipts 
Passenger traffic earnings 
Upper class . * “a 6,73,00 6,80,00 6,80,00 
Third class as - : ee 35,03,50 35,19,00 35,19,00 
Other coaching-traffic earnings .. ai 14,54,00 14,59,50 14,59,50 
Goods-traffic earnings noe . oa 86,06,00 86,49,50 86,49,50 
Sundry other earnings 3,69,50 3,69,98 | 2 | 3,70,00 
Total earnings 1 ,46,06,00 1,46,77,98 | 2 | ,46,78,00 
Earnings of State railway 1 ,46,06,00 1,46,77,98 | 2 | | ,46,78,00 
Suspense ... ae ee 40,00 33,00 33,00 
(g) 
Gross receipts of State railways .| (e) 1,45,66,00 | ,46,44,98 2 1,46,45,00 
Deduct | th) 
Working expenses of State railways (f) 81,64,50 84,32,20 16,55 | 84,48,75 
Surplus profits paid to Indian States and | 
railway companies ; ? mts 85,70 80,80 | } 80,80 
Payments to worked lines 
(i) Net earnings ... 2,67,00 1,45,00 | 1,45,00 
(ii) Subsidy, rebate, etc. 5,52 4,05 | 4,05 
Net receipts 60,43,28 59,82,93 16,53 59,66,40 
(B) Strategic lines | 
Gross receipts 3,59,00 3,55,00 | 3.55,00 
Deduct 
Working expenses .. 2,20,50 2,20,25 2,20,25 
Net receipts 1,38,50 1,34,75 1,34,75 
Total net receipts, commercial and strategic 
lines ... oe nt me ast we 61,81,78 61,17,68 16,53 | 61,01,15 
Subsidised companies 
Government share of surplus profits, etc. 6,45 4,70 80 5,50 
Railway miscellaneous receipts 
(a) Commercial lines 
Interest on railway depreciation re- 
serve fund balances iid ent 2,58,61 3,08,07 3,08,07 
Interest on railway reserve fund 
balances a aa se a 13,22 17,26 17,26 
Dividend on investments in branch 
lines and other miscellaneous re- 
ceipts a saa _ as 34,85 23,28 2 23,30 
(b) Strategic lines | 
interest on depreciation fund ba!ances 14,15 15,28 | 15,28 
Total receipts ... 65,09, 16 64,86,27 15,71 64,70,56 
(£48,818,700) | (£48,647,025) (€—117,825) | (€48,529,200) 


(e) Includes 5,19,00 earnings of worked lines 
(g) Includes 3,05,00 earnings of worked lines 


(f) Includes 2,52,00 working expenses of worked lines 
(h) Includes |,60,00 working expenses of worked lines 





























































































































































































































Notes and News 


Churchill Machine Tool Co. Ltd. 
An interim ordinary dividend of 15 per 
cent., less tax, has been declared, the same 
as a year ago. 


Swedish State Railways Surplus. 
Of Swedish State enterprises, which showed 
a net surplus for 1942 of kr. 285 million, the 
State Railways accounted for the highest 
individual figure (kr. 124 million). 


Railway Accident in France.—Accord- 
ing to a French broadcast, an express train 
bound for Lyons crashed into a derailed 
goods train near Chalon-sur-Sadne on 
October 6. Twenty-one persons are stated 
to have been killed, and about 90 injured. 


Barsi Light Railway Co. Ltd.—-A 
second interim dividend fas been declared 
on, the ordinary stock of 24 percent. actual, 
payable on October 28. No final dividend 
will be recommended at Bie annual general 
meeting to be held later 


Chilean Railway Nationalisation. 
\ private railway line —xtending 60 km. 
(37 miles) between F re Aguila and 
Antuco in the Concepcion district of Chile 
has been acquired by the Chilean Govern- 
ment The railway carries both freight 
and passengers, and traffic is reported to 
be fairly heavy throughout the year 


Port of London Accounts Regula- 
tions.—The Minister of War Transport on 
September 17 made regulations with respect 
to the accounts of the Port of London 
Authority (S.R. & O. 1943, No. 1326). The 
regulations effect minor alterations in the 
forms of account prescribed by the Minister 
under the Port of London Consolidation 
Act, 1920, including the separation of cer- 
tain composite items into their component 
parts. 


Bus Groups.—tThe British Electric 
fraction group of bus companies owns and 
operates some 8,500 public service vehicles 
in England and Wales. The Tilling group 
now owns upwards of 7,000 buses The 
British Omnibus Companies Public Rela- 
tions Committee has a membership of 
61 companies with a total of 13,268 buses. 
Operators of 39,000 passenger vehicles 
(buses, trolleybuses, and tramcars) are 
represented in the Public Transport 


ciation 


Asso- 


Maquinista Terrestre y Maritima.—- 
fhe report of this Barcelona locomotive 
building company for 1942 shows increased 
earnings compared with those of the pre 
vious year. The net profit amounted to 
3,079,580 pesetas, against 2,457,470 pesetas 
in 1941; and a dividend was declared of 
5 per cent., or 25 pesetas a share, less tax 
\ large number of locomotives was repaired, 
and 36 were delivered, including one of the 
Santa Fe type ‘ 5,000." Work is 
proceeding on high-speed passenger locomo- 
tives of series ‘‘ 2,700.’’ 


U.S. Class I Railways.—-For the tive 
months ended May 31, 1943, Class I rail- 
ways in the United States earned total 
operating revenues of $3,599,292,997, an 
increase of $942,221,386, or 35-5 per cent., 
in comparison with the corresponding 
period of 1942. Total operating expenses 
amounted to $2,178,613,873, an increase of 
$399,823,445, or 22-5 per cent., and the 
operating ratio improved from 66-95 per 
cent. to 60-53 per cent. Net railway 
operating income was $596,288,148, an 
increase of $163,342,309, or 37.7 per cent 
The average mileage was 229,505, against 
231,530. Figures based on the annual 
reports and revised show that total opera- 
ting revenues for the calendar year 1942 were 


series 
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$7,466,227,054, total operating expenses 
$4,601,429,943, and net railway operating 
income $1,480,940,760. 


W. T. Henley’s Telegraph Works 
Co. Ltd.—aAn interim dividend is to be 
paid of 5 per cent., less tax, the same as a 
year ago 


Institute of Transport Address.- 
General Sir Thomas S. Riddell-Webster, 
K.C.B., D.S.O., Quartermaster-General to 
the Forces, has accepted an invitation to 
address the luncheon meeting of the Insti- 
tute of Transport to be held on December 3. 


Ransomes & Rapier Limited. In 
respect of the year ending December 31, 
1943, an interim dividend has been de- 
clared on the ordinary stock of 2 per cent., 
free of tax, the same as a year ago. 


Accident at March.—tThree persons 
are stated to have been killed, and two 
injured, when a car came into collision with 
a passenger train at Middle Drove crossing, 
March, L.N.E.R., on October 11. 

New Argentine Air Line.-_-The Argen- 
tine Government has recently authorised 
the Army Air Force Command to establish 
an air line for the transport of passengers 
and mails between Buenos Aires and the 
Iguaza Falls, with intermediate calls at 
Colonoa (Wruguay), Monte Caseros, and 
Posadas. 

Permanent Way Institution._-At a 
meeting of the Manchester & Liverpool 
Section of the Permanent Way Institution 
to be held in the Lecture Hall, City of 
Liverpool Technical College, Byrom Street, 
Liverpool, on- October 16, at 3 p.m., a 
lantern lecture on ‘‘ Timbered Layouts ”’ 


will be given by Mr. D. V. Adams, Chief 
Draughtsman of Taylor Bros. (Sandiacre) 
Ltd 


C.P.R. Coach Conversions.—tThe first 
of 19 first class passenger coaches to be 
converted from steel buffet-parlour 
has been placed in service by the 


cars 
Canadian 


Pacific Railway; the balance will be de- 
livered from the company’s Angus shops 
shortly Accommodation will be provided 


for 88 passengers in some of the coaches, 
and for 84 in others. As _ reconstructed 
each coach will measure over 83 ft. in 
length, and will be carried on bogies with 
cast-steel frames 

Newfoundland Railway Traffic De- 
cline.—The volume of freight carried by 
the Newfoundland Railway has declined 
appreciably recently Wagon loadings in 
April, 1943, totalled 2,881, en with 
3,418 in April, 1942. The figures for the 
first three weeks in May of “each of the 
2 years were 2,307 and 3,145, respectively 
This decline is attributed to the decrease 
in the volume of general imports as a 
result of scarcity of supplies, and to import 
restrictions. Moreover, the major con- 
struction projects in Newfoundland have 
now been completed Passenger travel 
continues heavy, with the volume still well 
above pre-war totals, and traffic prospects 
are good. 

The Tree-Lopping Season.— October | 
marked the beginning of the tree-lopping 
season over 2,174 miles of London Transport 
bus routes. The period during which trees 
may be pruned or cut is laid down by the 
Highways Act, 1935, Section 66, and Lon- 
don Transport has until the last day of 
March next to do all that is necessary. The 
programme occupies the full six months 
and provides work for five vehicles which 
have been adapted for the purpose. Some 
are obsolete buses which, at one time, were 
running in the service of independent Lon- 
don owners. The upper deck is cleared of 
seats and an open gallery is formed, from 
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which the men can work in any direction. 
Permission to cut the trees is, of course, 
first sought from the property-owners con- 
cerned, and very seldom is withheld. 
Pullman Incorporated.—-In the state- 
ment for the first half of 1943 it is recorded 
that the profits retained by the Pullman 
group of companies are running at a low 
rate in relation to total gross income 
(carrier revenue and manufacturing sales 
combined) which rose to a_ peak of 
$214,281,913 for the first half of 1943 but 
yielded only $4,500,323 ($1-36 a share) for 
net income after taxes. /.e., a profit margin 
of only 2 c. on each dollar of gross. In 
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Stocks and Shares 





| Prices 
os | 3¢ 
_ me | Eo Oct. 

_ j= | » | Rise 
| | 1943 | Fall 
| | 

GW.R. 
Cons. Ord. ... cool oe 39 59 + 4 
5% Con. Pref. | 11S 1054 | !094 : 
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Def. a —_ oh aan 144 | 2: } z 
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the first half of 1942, net income amounted 
to $7,088,841 ($2-15 a share) after adjust- 
ment to a comparable tax basis and other 


allocations. The entire increase of 
$70,297,111 in total gross income for the 
first half of this year over 1942 was more than 
offset by higher taxes, and other 
operating expenses. 

Manganese Bronze 
Ltd.—The directors have 
interim dividend of 7} per cent., 
the same as a year ago 


wages, 


& Brass Co. 
declared an 
less tax, 


Committee on Post-War Exports. 
{ committee appointed by the Engineering 
Industries Association to examine the 
question of post-war exports has drawn up a 


report it advocates the formation of 
export groups which would take joint 
action to increase export sales and to 
reduce selling costs The committee 
opposes the disposal of surplus war-like 


stores solely by a Government department 
which, it says, would introduce competition 
ith the manufacturer 


Spurrier Memorial Grants 
Awards.—-The Henry Spurrier Memorial 
Committee of the council of the Institute 
of Transport has awarded 18 grants 
umounting to £210 in value. Of the success- 
ful candidates, three were employed by 
Albion Motors Limited; three by the 
London Passenger Transport Board; two 
by Cerebos Limited ; and one each by the 
Associated Equipment Co. Ltd. ; Doncaster 
Corporation Transport; Great Western 
Railway London Midland & Scottish 
Railway : London & North Eastern Rail- 
way ; McNamara & Co. Ltd. ; Metropolitan 
[ransport Supply Co. Ltd.; Ministry of 
War Transport ; United Counties Omnibus 
Co. Ltd., and West Yorkshire Road Car Co 
Ltd. The last day on which entries for the 
1944 awards, the conditions of which will be 
made available shortly, will be accepted is 
May 31 next 

Birmid Industries Limited.—This 
ompany controls undertakings which pro- 
luce cast and fabricated light allovs (alu- 
minium and magnesium) iron castings 
drums, camshafts, crankshafts, etc 
vear ended October 31, 1942, the 
profit and loss account was 
The dividend of 10 per cent 
plus a bonus of 7} per cent., both less tax, 
was paid on December 17, 1942. In the 
statement issued by the Chairman (Mr. C. C 
Maudslay) with the report and accounts 
t was recorded that the results were in the 
opinion of the directors very satisfactory 
‘hose responsible for the output of the 
Birmid group had strained every nerve to 
meet the increased demands for its pro 
jucts, and the directors took a pride in the 
feeling that their efforts had been successful 
[fhe adjourned general meeting took place 
on September 30. 

Southern Railway C.M.E. Depart- 
ment Show.—The Chief Mechanical Engi 


Henry 


brake 
For the 
balance of 
£118,920 


neer’s Department (Lancing & Brighton), 
Southern Railway, recently held its first 
ruit, flower, vegetable, fur, and feather 


show in a new works canteen. There were 
nearly 700 entries, and the show was 
ypened by Mrs. O. V. Bulleid, wife of the 
Chief Mechanical Engineer, who was intro- 
luced by the President, Mr. O. G. Hackett. 
Mr. Bulleid, in replying to the President, 
said that he was always glad to go to those 
works; and he was of the opinion that 
relaxation, especially in the way of a 
garden, was a means of bringing the 
workers together ina common interest. The 
show was a splendid beginning, and he 
hoped that it would be more extensive on 
the next occasion. The profits of the show 
are being divided between the Red Cross, 
the Southern Railway Orphanage, and the 
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National Union of Railwaymen Orphans 
Fund. 


Thos. Firth & John Brown Limited. 
—Payment was announced for October 14 of 
an interim ordinary dividend of 4} per cent., 
free of tax (same). 


Accident near Keighley.—-The loco- 
motive and one coach of the 9.15 p.m 
passenger train from St. Pancras to Edin- 
burgh were derailed early on October 11, 
at Steeton & Silsden Station, L.M.S.R., 
near Keighley, Yorkshire, as the result of 
a collision with a goods train. 


Companhia de Mocambique.—The 
ordinary general meeting of the Companhia 
de Mocambique will be held on October 30, 
at noon, at the offices of the company in 
Lisbon, 10, Largo da Biblioteca Publica, 
for the purpose of considering, and approv- 
ing or modifying the report and accounts 
of the Council of Administration, and also 
the report of the Fiscal Council, for the 
vear 1942 

Safest Year of War on Roads.—The 
number of deaths resulting from road acci- 
dents in the fourth year of war up to 
August 31 was 6,335, the lowest figure for 
any war year, and the lowest annual total 
recorded during the last fifteen years. The 
number of fatal road accidents during black- 
out hours in the first year of war was 4,504 ; 
in the year just concluded, the total was 
2,261 The Ministry of War Transport 
states that, although much of the improve- 
ment at nights may have been due to the 
smaller volume of traffic and to vehicle- 
lighting concessions, there is no doubt that 
drivers, cyclists, and pedestrians generally 
are taking more precautions. Losses of life 
among children unhappily remained heavy 
Road-accident deaths in the war vears are 
shown in the following table: 


Daylight Darkness Total 

First year : 3,854 4,504 8,358 
Second year 5,773 4,304 10,077 
Third year 4,663 3,030 7,693 
Fourth year 4,074 2,261 6,335 
Grand total 32,463 


Madras & Southern Mahratta Rail- 
way Co. Ltd.—The directors have decided 
to recommend, at the next general meeting 
of stockholders, the payment on January I, 
1944, of a dividend of 3 per cent., made up 
of £1 15s. per cent. from guaranteed in- 


terest, 5s. per cent. from  stockholder’s 
revenue account, and /1 per cent. from 
reserve fund (free of income tax). This 


makes, with the £2 15s. per cent. paid on 
July 1 last, a total dividend of £5 15s. per 
cent. for the ending December 31, 
1943 
Presentation to Mr. T. E. Argile. 

On October 6 a number of railway officers, 
members of the Railway Clearing House 
Goods Managers’ & Superintendents’ Joint 
Conference, Accountants’ Conference, and 
Operating Superintendents’ Conference 
made a presentation to Mr. T. E. Argile in 
connection with his recent retirement from 
the position of Chief Commercial Manager, 
L.M.S.R Mr. W. M. Perts, Commercial 
Superintendent, Southern Railway (Chair- 
man of the Superintendents’ Conference), 
who presided, was supported by Mr. G. 
Marshall (Chairman, Goods Managers’ Con- 
ference, and R.E.C. Goods Committee), 
Mr. G. Morton, Chief Accountant, L.M.S.R. 
(Accountants’ Conference), Mr. T. W. 
Royle, Chief Operating Manager, L.M.S.R. 
(Operating Superintendents’ Conference), 
and Mr. C. N. Mansfield, Assistant Chief 
Commercial Manager (Coal), L.M.S.R 
(Mineral Managers’ Conference). The Chair- 
man opened the proceedings by referring to 
the 47 years during which Mr. Argile had 
been in the railway service, in which time 
he had made a host of friends, due to his 
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ability, kindliness, and fair dealing, and’ 
the fact that he always played the game. 
Mr. Argile, in accepting the present, ex- 
pressed his sincere thanks and appreciation, 
and stated he had been fortunate in having 
good friends, good assistants, and good 
luck; but that having good friends was 
the best of all. 


Hoffmann Manufacturing Co. Ltd. 
An interim dividend of 74 per cent. has 
been declared, the same as a year ago. 


Great Southern Railways’ Future. 
Speaking at a meeting of stockholders of 
the Great Southern Railways in Dublin on 
October 7, Colonel The O’Callaghan said 
that further interference with their capital 
would seriously affect the whole industrial 
security of the country. State interference, 
whittling down capital on the excuse that 
such a course was necessary to safeguard 
new capital, would frighten rather than 
attract investors. The large revenue ob- 
tained by the Government by way of road 
tax and tax on oil fuels should, in justice, 
be applied to making up the standard net 
revenue guaranteed to the railways bv the 
1924 Act jue. 


Presentation to Mr. J. H. Hunter. 
Mr. James H. Hunter, who retired on 
September 30 from the position of Solicitor 
& Rating Agent (Scotland), L.N.E.R., was 
the recipient, at the North British Hotel, 
Edinburgh, on October 6, of a presentation, 
on behalf of the officers, assistant officers, 
and retired officers of the company, by 
Lt.-Colonel the Hon. A. C. Murray, Chair- 
man of the local board. Mr. R. 5. 
Inglis, Divisional General Manager, Scottish 
Area, presided. Earlier, Mr. Hunter had 
received a gift from Mr. Miles Beevor, Chief 
Legal Adviser, London & North Eastern 
Railway Company, on behalf of the latter’s 
department. 








Contracts and Tenders 


Below is given a list, of orders placed 
recently by the Egyptian State Railways : 

British Tabulating Machine Co. Ltd.: ‘ Hol- 
lerith ’’ counting-machine cards. 

Ruston & Hornsby Limited: Piston rings. 

General Electric Co. Ltd.: Fuse carriers, 
bulkhead. 

Babcock & Wilcox Limited : Links. 

Clyde Crane & Engineering Company : 
pinions. 

Davies & Metcalfe Limited ; Spares for steam 
railcars. 

Siemens Bros. & Co. Ltd. : 
pieces. 

British Thomson-Houston Co. Ltd. : 
contacts. 

Ericcson Telephone Limited: Coils. 

Tuck & Co. Ltd.: Asbestos packing. 

Dick’s Asbestos Co. Ltd. : Pressure jointing. 

Joseph Steel & Sons Ltd.: Locomotive 
spares. 

Silvertown Lubricants Limited: Oil. 

Samuel Osborn & Co. Ltd.: Tools for wheel 
lathes. 

Steel, Peech & Tozer Branch of the United 
Steel Cos. Ltd.: Tyres. 

Sterns Limited: Oil. 

Vacuum Oil Co. Ltd.: Sight-feed glasses, oil. 

B. J. Hall & Co. Ltd. : Gears, shades. 

B. & S. Massey Limited: Steel pinions. 

Metropolitan-Vickers Electrical Export Co, 
Ltd. : Copper joint-rings. 

R. A. Lister & Co. Ltd. : Gaskets. 

E. Baylie & Co. Ltd.: Iron chains. 

H. J. Skelton & Co. Ltd.: Mild-steel plates. 

Ferodo Limited : Asbestos packing. 

International General Electric Co. of 
York Ltd. : Gauges, segments, springs. 

Midland Electric Manufacturing Co. Ltd.: 
Switches. 

Kendall & Gent (1920) Limited: Chasers. 

Alfred Herbert Limited : Dieheads. 

A. Reyrolle & Co, Ltd.: Weatherproof outlet 
sockets. 
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Railway Stock Market 




















In the absence of improvement in may be sharp fluctuations from time to at 9}, but the 6 per cent. preference 
demand, an easier tendency developed in time, in accordance with developments moved slightly better to 33}; the 4 per 
most sections of the Stock Exchange, affecting the position and outlook of the cent. debentures at 554 were a_ point 
although confidence in the future was. railways. Meanwhile, debenture stocks of down on balance. Elsewhere, United of 
again indicated by the very small amount the leading companies offer attractive Havana debentures were 36, against 36% 
of selling in evidence. South American’ yields and combine investment merits a week ago. Antofagasta preference 
railway stocks continued to provide one’ with the speculative possibility of appre- gained a point at 49. Canadian Pacifics R 
of the few active features of markets, ciation in price. were mohnedinl it 16}. 
but in some cases, due to the firmness Main activity in _ foreign railway Home railway stocks reflected th ur 
with which they are held, prices securities was for a time transferred to rounding inactivity of most sections of @ 
responded strongly to only moderate im Brazilian railway stocks, after the news the Stock Exchange. There were, how 
provement in demand. The rise in that the Leopoldina company had received ever, gains of half-a-point in Great F 
Argentine railway stocks was followed by permission to make a 25 per cent. increase Western debentures, guaranteed and _pre- i 
i fair amount of profit-taking, particu- in charges. It is doubtful, however, if ference stocks; prior charges tended to 
larly in the ordinary and preference this increase will more than offset the remain under the influence of the recent 
stocks; subsequently, the lower levels further rise in the cost of materials, etc. improvement in gilt-edged. (ireat 
attracted renewed buying, and in most Leopoldina ordinary rose strongly to 7, Western ordinary was maintained at 59 
instances, declines on balance were and although best prices were not held, at which the yield is 72 per 
moderate. [The market remains hopeful the preference stock also recorded a good L.M.S.R. ordinary was little chang: it 
that before long the British-owned Argen- rise on balance, and the debentures were 31}. The yield of nearly 8 per cent. on 
tine railways will receive fairer treatment 59, compared with 543 a week ago. San the latter failed to attract demand 
from the authorities in that country. It Paulo ordinary participated in the up- Sooner or later it would seem, however 
is realised that the forthcoming financial ward movement with a rise from 59 to’ that yield considerations will result in 
results will illustrate the difficulties under 63} buying of home railway junior stocks 
which the railways are working, but that Among Argentine stocks, B.A. Gt. L.M.S.R. 1923 preference improved on — 
the improvement in stock prices arises Southern was 16, compared with 16}? a_ balance from 59? to 60}, and the senior Vor 
from hopeful views as to the outlook week ago, the 5 per cent. preference 30}, preference was maintained at 74 
Moreover, it is recognised that although compared with 31, and the 4 per cent. L.N.E.R. second preference rallied to 32% — 
in any case the dividend stage as regards debentures 66}, compared with 69. B.A. but later eased to 32, which, however 
the ordinary stocks must be a long way Western ordinary and 4} per cent. pre- compared with 313 a week ago Phe 
thead, the invariable tendency is for ference at 14} and 31 respectively, also first preference was slightly better at 8. 
Stock Exchange values to attempt to dis lost a small part of the gains recorded a Southern wig eget at 24 was — nged E 
count the future Taking the long view, week ago; as have the 4 per cent. deben- on balance, as was the preferred ¢ 75} T 
(Argentine railway securities may show tures at 61}, compared with 64. Central London Trans mn “C’’ eased feom 70 “ 
substantial improvement, although there Argentine ordinary was fractionally lower to 69}. S 
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Traffic Table and Stock Prices of Overseas and Foreign Railways O 
ee ne re. = ——s — M 
Trallie for week 3 Aggregate traffics to date Prices - 
‘ Shares 9 
Miles Week > Totals y g ae | ae Pi 
Railways open | ending Total Inc.ordec. ‘5 Increase or i 2¢ s¢ ce jobs I 
this year | compared | 1942/3 1941/2 decrease = me 8S SS | ees : 
aia with 1941/2 z | =r a O~ ls N 
i . a Tee SS ee Se oe a. Sa ! St 
£ é £ é £ a 
Antofagasta (Chili) & Bolivia 834 3 10.43 33,350 + 7,760 40 1,122,200 844,190 + 278,010 Ord. Stk. 14 7% 5) Nil = 
Argentine North Eastern ... 753 2.10.43 16,494 + 1,722 14 190,470 188.478 + 1.992 a 6+4 3 7 | Ni 
Bolivar ie 174 Sep., 1943 5.756 (+ 238 40 47,669 40,709 + 6,960 6p.c. Deb 194 10 204 | Nil 
Brazil ... ove — - m —_ sound — Bonds 204 9 224 Nil if 
Buenos Ayres & Pacific .. 2,807 2 10.43 103,200 + 10,620 14 1,156,620 1,178,940 — 22,320 | Ord. Stk. 7% 4 72\ Nil wit 
Buenos Ayres Great Southern 5,080 2 10.43 166,500 + 22.860 14 1,939,080 1,764,600 + 174,430 Ord. Stk. 12. 7t 16 Nil ; 
Buenos Ayres Western ooo} 1,990 2.10.43 55.68) + 4.980 14 660,360 674,640 — 14.289 # 12 6 144 | Nil be 1 
«| Central Argentine ... coe} 3,700 2.10.43 147,705 + 21,297 14 1,761,468 1,692,081 + 69,337 ie 9% 4 9% Nil 
S om : a - Did. 33; 2, 4 | Nil 
S| Cent. Uruguay of. M. Video. 972 2.10.43 35,142 + 411,555 14 404,783 785,343 + 121,44) Ord. Stk. 8 4 74 | Nil 
E| Costa Rica... | 262 -~| Aug., 1943 25,656 + 11,729 8 48.907 26,688 + 22,219 Stk. 164 | 11 iS | Nil ( 
<! Dorada a Oe 70 | July, 1943 26,425 + 9,165 28 146,917 98.4/5 + 48,442 1Mt.Db.| 90} | 89 | 954/ 6. 
fl Entre Rios... om 808 2.10.43 21,924 + 276 14 269,994 250,122 + 19,872 Ord. Stk. 3 44 7 Nil MOE 
¢ | Great Western of Brazil ... 1,030 2.10.43 18,409 + 4,490 4) 613,500 403,200 + 210,300 Ord. Sh. 9/- 9/- 33/9); Nil wat 
©] international of Cl. Amer. ... 794 Aug., 1943 $540,396 + $242 20!) | 32 $5, 025, 556 $4,308,750 + $716,806 -- —_ _ — _ subs 
ie) ae é : = Ist Pref 13; 5/3; 2 | Nil 
Interoceanic of Mexico... st Pref. + 
| Ua Guaira& Caracas... ... 228 | Sep., 1943 8,035 — 555 39 76,460 63.355 + 13,105 Spec. Deb.) 11g 35 | 864) Nil 
| Leopoldina ne ceel 1,918 2.10.43 39.134 |+ 4,542 40)| 1,347,779 1,196 280 | + 151,499 Ord. Stk. 6%) 34) 64) Nil 
3 | Mexican one ‘a 483 30 9.43 ps. 581,700 +ps.226,700 {2 ps.5,325,010 | ps.3,767.10 + ps. 1,557,900 , Ord. Stk. ! : i; | Nil i 
| Midland Uruguay ... .... 319 | July, 1943 15,294 |+ 2,680 | 36 15,294 12.614 + 2.€80 de ay - ~ 
Nitrate eet 382 30 9.43 6,125 — 1,774 39 114.950 140,095 |— 25.145 Ord. Sh. | 77/-| 3 | 78/9 | Nil cour 
Paraguay Central ...  .... 274 1.1043 | $5,213,000 |+ $1,572,000) 14 | $73,303,000 | $50,816,000 |+ $22,487,000 Pr.Li.Stk., 53 | 40 | 73 8 ete 
Peruvian Corporation | 1,059 Sep., 1943 107,267 (+ 21,631 13 314,208 251,242 + 62,966 Pref. 195 5% 155 Nil poss 
Salvador Mes awe eet, «800 | Aug., 1943 ©91,000 |+ ¢42,000 9 199,000 ¢ 128,000 + ¢ 71,000 is = 3 a os 
SanPaulo ... .. *...| (538 | 26.9.43 49540 + 13,658 391 1,658516 1,422,357 | + 236,159 | Ord. Stk.| 59 | 41 | 62 | 3 vi 
Taltal ... . ove -_ 160 Aug., 1943 6,215 + 980 12 9,730 11,725 |— 1,995 Ord. Sh. 41 /-| 23/ 28/9; Nu Brit 
United of Havana... woe! 0,908 2.10.43 45,117 + 594 14 666,467 540553 + 125,914 Ord. Stk. 84 2% 4) Nil 
Uruguay Northern ... sa 73 July, 1943 1,372 + 230 oS 1,372 1,142 + 230 — — os = - 
3 i 
e Canadian Pacific on ... 17,034 30.9.43 1,709,209 + 292,400 , 39 43,204,200 37,425,400 + 5,778,800 Ord. Stk. 163 9% (16 Nil 
’ T 
Barsi Light 202 | Aug., 1943 15,285 + 2,003 22 107,055 76,587 + 30,468 ase — =a eo — 
*S | Bengal-Nagpur . 3,267 9 July, 1943 955,725 + 17,325 i7 4,184,625 3,553,425 + 631,200 Ord. Stk. | 1024 | 88 1024 | 333 
2) Madras & Southern Mahratta 2,939 31.7.43 273.075 _— 81,874 18 3,324,3C0 2,778,222 + 546 078 - 1054 | 87 1074 > 635 
= (South Indian ... -| 2,349 207.43 199,562 + 16,961 15 2,219,544 2,054,903 + 164.641 o 1033 88§ 1035) 4H B 
it 2: 
"4 i | ies i — 31.8.43 12,712 + 5,930 22 215,525 163,779 | + 52,147 Prf. Sh. A 1% 24 | Nil rese: 
” = = eee aa = * = so os 2 — —_ B. Deb. 44 35 40 83 nun 
3) Midland of W. ‘Australia... 277 Aug., 1943 36,199 + 7,460 9 70,424 56,608 + 13,816 Ine. Deb. 95 90 100 6 
=| Nigerian... .. 1,900 26.6.43 60,473 — i501 831,293 693,193 + 138,100 = gk hg ee 
> | South Africa ... 600 .-. 413,291 17.7.43 913,075 + 66,738 | 13,113,446 11,863,678 + 1,249,768 -- -- _— - _ 
Victoria wen <n wee, 4,774 | Mar. 1943 1,595,068 + 255,764 — — — = _ ~ _ ate a 0 
ae oes due 
Noe. Yields are based on the approximate current prices and are within a fraction of 1 (hei ‘enuiine are givenin suites calculated @ 16% pesos to the € ask 


t Receipts are calculated @ Is 6d. to the rupee § ex dividend the 


